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DIESEL RAILWAY TRACTION SUPPLEMENT 
The September issue of THE RAtLway GAZETTE Supplement, 
illustrating and describing developments in Diesel Railway 
Traction, is now ready, price 1s. 


Sixth Edition 


BRITISH LOCOMOTIVE TYPES 


This new edition has been completely revised and 


Just Published 


contains many additional plates. There are in all 


140 outline diagrams. compiled from official 
Grawings. giving main dimensions of all the 
standard and other principal classes of locomotives 


in use on the four main-line railways. 

Full Cloth 9} x bin. 148 pp. 
Price 8s. Post Free 8s. 6d. 
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Protracted Negotiations in Argentina 


FTER having spent two months in the Argentine, it seems 

to be very doubtful whether the British Mission has 
achieved any progress at all, and so far as the problem of 
the British-owned railways is concerned, the indications are 
that the matter has not yet been the subject of any serious 
discussion. Presumably, some preparation was made between 
the Governments concerned for these talks before the despatch 
of the mission, but so far it is very difficult to see what 
useful purpose has been served. According to reports from 
Buenos Aires, major difficulties have arisen from the fact that 
although the British Mission made an offer on meat a month 
ago, it has received no answer or any discussion on it, and 
secondly, although it had been agreed that the problem of the 
railways should be discussed, there has been no discussion 
on the subject. The Argentine Foreign Minister is reported 
as having said that the differences between the two sides has 
arisen from British insistence on dealing preferentially with 
meat and railway problems, and leaving until later those 
connected with Argentine sterling funds blocked in Great 
Britain. The impression cannot be escaped that more careful 
preparation might have resulted in a clearer agenda for the 
talks, and that in addition the discussions must have been 
marked by a lack of accommodation which augurs ill for a 
successful outcome. Already the meat contract has been 
allowed to lapse, and at the present rate of progress the same 
fate may well overtake the concessions of the railway com- 
panies at the end of the year. The latest news available at 
the time of going to press indicated that Sir Reginald Leeper, 
the British Ambassador, had had talks with the Argentine 
President and Foreign Minister, and it had been agreed that 
the British Mission should resume discussions with the Govern- 
ment. Meantime the Mission is visiting Uruguay. 


* * * * 


Effects of Nationalisation of Coal, Iron, and Steel 


Some of the more serious effects of the Government's 
policy of nationalising the coal and iron and steel industries 
are dealt with by Mr. E. H. Lever in his statement as Chair- 
man of Richard Thomas & Baldwins Limited, circulated with 
the annual accounts. The company will shortly lose its 
colliery undertakings and it will be faced immediately with the 
difficulty of obtaining sufficient coal of proper quality at a 
reasonable price for its works. Mr. Lever is under no 
delusion as to the effect of nationalisation on costs. He points 
out that although he would like to believe that nationalisation 
eventually will bring down the price of coal and coal pro- 
ducts, the reverse is likely to be the case. Of the nationalisa- 
tion of iron and steel, the directors believe that at any time 
it would be against the true interests of the community, since 
if must lead to a decrease in efficiency and an increase in 
costs, but that to press forward a scheme of nationalisation at 
present, when the industry’s plans for development are ad- 
vanced, and their speedy execution essential. is likely to strike 
a serious blow at the country’s economic recovery. Some 
indication of the hold-up which the Government's plans are 
occasioning is given in that part of his address in which Mr. 
Lever deals with the plans for the erection of new strip mills 
in Wales. He points out that delay in proceeding with the 
physica! work is inevitable, and has already taken place, and 
the whole plan will have to be re-considered. 


+ * * 


Mr. Duncan Bailey on Wagon Production 

Mr. Duncan Bailey, Chairman & Managing Director of 
Charles Roberts & Co. Ltd., makes some pertinent remarks 
in his address to stockholders circulated with the accounts 
for the year to March 31 last. Modern 16-ton all-steel 
mineral wagons have been adopted by the railways, and the 
Ministry of Transport has ordered large numbers to be con- 
structed both in private shops and in three of the Royal 
Ordnance Factories; the Ministry has brought out further 
designs, one of which is more expensive to build than the 
wagons already in traffic. Mr. Bailey points out that no 
concern, however efficient. can give maximum production if 
the works programme is changed frequently by the intro- 
duction of new designs. He also crosses swords with the 
Chancellor of the Exchequer on dividend limitation. Mr. 
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Bailey says he fails to see on what grounds objection is taken 
to payment of large dividends, bearing in mind the present 
purchasing power of the £, very heavy taxation, and that 
the Labour partner in industry has received great increases 
in wages. He submits that the other partner—Capital—in 
industry is entitled to equal consideration, and if there ts 
to be that square deal which Government spokesmen claim 
to be desirous of giving, it can be brought about only by 
distributing as fairly as possible the results of enterprise. 
The results achieved by the company have been made possible 
only by continued endeavour and the constant exercise of 
initiative, not only through the war, but through many earlier 
years. 


Coach Building Dispute at Swindon 


The dispute between members of the National Union of 
Vehicle Builders and the National Union of Railwaymen as 
to which men should perform the work of riveting steel roofs 
to steel cant rails, which has caused the complete cessation 
of new coach construction at Swindon since January last, 
was referred to the Trades Union Congress Disputes Com- 
mittee for settlement. We understand that this Committee 
has now decided that the werk should be carried out by mem- 
bers of the N.U.V.B. It is to be hoped that this will mean 
an immediate recommencement of work on the new coaches, 
as the dispute has already prevented something like 150 to 
160 coaches being turned out, although from the first the Great 
Western Railway has maintained the position that it was 
immaterial to it by whom the work was _ performed 


* 7 * * 


L.N.E.R. Clerical Staff Training Centre 


Lessons to be learnt from improvisation were stressed by 
Sir Ronald W. Matthews when he opened the L.N.E.R. 
clerical staff training centre at Hadley Wood recently. During 
the war, temporary centres were set up for the intensive 
training of staff taking the place of men and women called 
to the forces, and during this emergency the importance of 
practical training made itself apparent. In other pages of this 
issue we give a description of the Hadley Wood school, 
together with illustrations, from which it will be seen that 
students at St. Ronans will find a great deal of emphasis laid 
on practical instruction. In the courses in station practice, 
each of which lasts two weeks, theoretical work is reduced 
to a minimum, and practical work is done on actual railway 
forms, leading in logical order from the initial stages to 
the striking of a station balance sheet. Other practical work 
is carried out in an annexe to the main building. Here there 
are two full-size booking and parcel offices, representing the 
modern and the traditional, and also the most up-to-date 
telecommunication school in the country, covering every 
phase of railway telephone, telegraph, and teleprinter opera- 
tion, and consisting of two fully-equipped stations. It is 
gratifying to learn that a unit has been incorporated for 
training blind operators. St. Ronans is a residential school 
and every effort has been made by the company to provide 
congenial surroundings for the students in their leisure 
hours. 


* * * . 


Notable Railway Bridge Converted for Highway 

Red Rock Bridge, which until a year ago carried the Santa 
Fe Railroad over the Colorado River at Topock, was com- 
pleted in 1890. It was a single-line structure having a 990-ft. 
through main truss—including a 330-ft. suspended span—the 
largest of its kind in the U.S.A. at that time; there was also 
a 120-ft. deck approach span. To meet increasing train loads, 
this bridge had to be strengthened from time to time, and in 
1910 an additional concrete pier had to be built under the 
centre of the suspended span and the trusses suitably modified. 
Recently, however, the railway decided to replace it with a 
new bridge, opened for traffic last year. This enabled the 
administration to hand over the old bridge to the highway 
authorities of Arizona and California, which States it con- 
nects. Their corresponding road bridge was fit only for light 
traffic, and its width was only 17 ft. By replacing the rail- 
way decking of Red Rock Bridge with a concrete slab, a 
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roadway 20 ft. 5 in. wide between handrails and capable of 
carrying loads up to 15-ton lorries ‘with 12-ton trailers, has 
been secured. The slab has a minimum thickness of 7 in 
and is supported by new I-beam stringers resting on the 
original cross-girders. A shorter roadway alignment, with 
easier approach gradients, has also been made possible by 
converting the railway approaches for highway use. 


* * * * 


Road Hauliers’ Conditions of Carriage 

In the memorandum submitted to the Minister of Trans- 
port in July by the main-line railways and the Road Haulage 
Association on the co-ordination 6f road and rail freighi 
transport facilities, it was mentioned that certain measures 
designed to promote further co-ordination were contemplated 
One of these was that the observance of rates and conditions 
of carriage should be made statutory, with adequate statutory 
protection for users. The first step has been taken by the 
issue by the Road Haulage Association of standard terms and 
conditions of carriage which it recommends should be put 
into operation for an interim period. In a very useful ex 
planatory foreword the liabilities of private and common 
carriers are clearly set out and the importance emphasised of 
hauliers obtaining written conditions of carriage signed by 
the consignor of the goods, having regard to the difficulty 
of proving a verbal contract covering such matters. It ts 
obviously also desirable that conditions of carriage should be 
standardised thrcughout the road haulage industry, and road 
hauliers are urged to adopt these conditions as an interim 
measure pending the introduction of statutory conditions. The 
conditions are similar to the railway conditions of carriage in 
many respects, but they are not identical 


* * * * 


An Early American Work on Accidents 

We have read recently an interesting work entitled * Notes 
on Railroad Accidents,” published at New York in 1879. Its 
1uthor was Charles F. Adams, Jnr., son of the American 
Minister of that name who represented the United States in 
this country during the Civil War and for some years a Rail 
road Commissioner for Massachusetts. The copy lent to us 
had the added interest of once having belonged to William 
Stroudley. The book exhibits a wide acquaintance with the 
details of railway working in several countries and conside! 
able capacity for grasping the essential principles involved 
tempered by a sound sense of proportion. Its author’s judg- 
ments were invariably well-considered and based on a careful 
weighing of all facts of a case. His appreciation of what had 
been accomplished in this country in signalling, interlocking, 
and block working was generous. If he found our ™con- 
servatism ” at times tiresome, he was as much annoyed by 
American ~ obstinacy.” For our well-known _ Inspecting 
Officer, Sir H. W. Tyler, and our safety legislation, he had a 
very high respect, and he saw correctly that, whereas the block 
telegraph would spread in Great Britain, it was the “ automatic 
electric block system ’’—then some nine years old in New 
England—to which the American lines from force of circum- 
stances, would turn increasingly. It seems that in 1879 the 
worst terror of American accidents was fire, caused by the 
use of open stoves in the cars, and telescoping was also very 
bad. Adams was a warm advocate of the Miller car-platform 
and coupling, as a safeguard against that. 


* * * * 


Tensile Tests on Rail Steel 


Insistence on tensile tests as part of the basis of acceptance 
of rail steel is now rather more rare than was once the case 
The test still figures in the British Standard rail specifications, 
though the indefensible maximum limit of breaking strength 
which in earlier years was fixed as 48 tons per sq. in., and 
was an Obstacle to any improvement in the wearing capacity 
of rail steel, fortunately disappeared in the 1935 revision of the 
specification. Tensile tests, however, can be influenced so 
strongly by factors outside the quality of the steel itself, that 
it is a moot point whether this test, valuably informative though 
it is if reasonably conducted, should be binding in relation 
to acceptance or rejection of rails. Of these factors the two 


of the most importance are the finished surface of the test piece, 
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and the time that is allowed to elapse between preparation and 


the actual pulling. If a test piece on stee! of this quality is 
pulled too soon after it has been turned, the steel is in an 
unduly disturbed condition, and it may be difficult to obtain 
the specified minimum elongation of 10 per cent. At a cer- 
tain steelworks recently, a series of rail testpieces was taken 
directly off the lathe for testing, and showed an average 
breaking strength of 53.8 tons per sq. in., with no more than 
12.4 per cent. elongation (some tests being near the lower 
elongation limit) and 16.3 per cent. reduction of area. The 
same week at this works, another series of tests on rails of 
almost precisely the same composition, which had been left 
roughly a fortnight between preparation and pulling, gave an 
average Of 53.5 tons per sq. in. average breaking strength, 


with 18.9 per cent. elongation and 32.4 per cent. reduction of 
area. There is no doubt that the latter figures more accurately 


than the former represent the true physical properties of the 
steel. 
* * * * 


Locomotive Building in Argentina 

In recent years there have been various claims of locomotives 
having been constructed entirely in Argentina, and with a view 
to ascertaining just what has occurred in this direction, the 
author of the railway engineering notes in The Review of the 
River Plate, which is published in Buenos Aires, has made an 
analysis of the subject. In his report he states that a detailed 
study shows that, although many engines have been ~™ recon- 
structed” and “fabricated,” the number of those built from 
the beginning comes down to one, and even in that case it is 
probable that certain imported parts were incorporated. This 
engine was built about 1883, when the old Western Railway, 
then a Provincial Government line, was in a precarious posi- 
tion as to locomotive stock. An engine built in 1865 by 
Sharpe, Stewart & Company, was dismantled at Tolosa Works, 
and detailed drawings were made, from which the new engine 
was built. It was known as No. 48, Primera Argentina. Many 
locomotives have been reconstructed in Argentina, but all these 
included a proportion of parts either imported for the work or 
remaining from the original design. Machines for frame- 
planning and frame drilling have not yet been imported o1 
manufactured in Argentina. Steel foundries have not so far 
attempted the casting of wheel centres, nor has tyre or 
axle manufacture been undertaken. The relative absence of 
heavy industries makes it unlikely that locomotive building 
will be practised in Argentina for some time to come, but 
local engineers and mechanics have shown a high degree of 
resourcefulness and ingenuity in reconstruction 


» . * * 


Oil Burning Locomotives—Back to 1920 

The decision of the railways, at the request of the Minister 
of Transport, to arrange for the conversion from coal to oil 
burning of 1,217 locomotives, recorded in our last week’s issue, 
recalls the experiments which were made in 1920 by the Lon- 
don & North Western Railway. An illustrated description of 
the fitting of the L.N.W.R. 4-4-0 type express passenger loco- 
motive No. 2585, Wart, of the “ Precursor” class, with the 
Scarab oil-burning apparatus, was given in our September 10, 
1920, issue, and at the same time we reproduced a gradient pro- 
file of the route between Euston and Birmingham taken on a 
demonstration run, with steam pressure and oil consumption 
curves. Then, as now, the supply of coal for locomotive burn- 
ing was causing anxiety, and labour problems in the mining 
industry gave rise to concern. Moreover, at that time it was be- 
lieved that economy could be achieved in the use of oil as 
against coal fuel, especially as it was thought probable that 
the price of the former might decline, while that of the latter 
almost certainly would rise. The point arises as to whether, 
if oil fuel is to be used at all, it would not be better to use 
diesel traction in place of the less efficient steam locomotive. 
Diesel fuel is more expensive than the ordinary furnace oil 
which can be used for firing a steam locomotive. However, 
the overall thermal efficiency of a diesel locomotive is of the 
order of 30 per cent., compared with about 8 to 10 per cent. 
for a reciprocating steam engine. At the present time, the 
necessity to save coal at all costs, and the impossibility of 
securing delivery within reasonable time of other forms of 


engine, has dictated the decision to convert steam locomotives. 
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The British Railway Officer in India 


T the beginning of the second world war the Government 

of India recruited in England several young men to serve 
as officers on Indian State Railways. These will probably 
prove the last of the distinguished line of men who have 
embarked on a lifetime’s career in the service of Indian 
railways. 

Indianisation of railway services has proceeded at a rapid 
rale since direct recruitment of Indians to the superior ser- 
vices was started about thirty-five years ago. By 1934, 38.84 
per cent. of gazetted railway officers were Indian. In 1944 
the percentage had risen to 64.61, and during the next year 
it increased to 67.15. Thus, whilst in 1934 two-thirds of 
Indian State Railway officers were British, ten years later the 
position reversed and two-thirds of the officers were 
Indian. 

These statistics, however, do not give a true picture of the 
present state of affairs unless it is realised that a large majority 
of the remaining British officers, because of their length of 
service, are in the senior administrative ranks, the executive 
ranks being almost completely Indianised. In spite of its 
logical explanation, the administrative control of Indian rail- 
ways by British officers has been the subject of much ques- 
tioning and criticism during Legislative Assembly debates in 
recent years 

This display of impatience for the complete Indianisation 
of railway services is readily understandable. The railways 
themselves belong to India, and Indians will soon be govern- 
ing their own country, but, after the well-established merit- 
cum-seniority procedure for promotion, it would take five 
years or more for the senior administrative ranks to become 
predominantly Indianised. 

All State railway officers, both British and Indian, now 
serving in India who were directly: recruited to the superior 
services were appointed either by the Secretary of State or 
by the Governor General in Council. Formerly, both British 
ind Indian officers were appointed by the Secretary of State. 
Later, appointment of Indian officers was undertaken by the 
Governor General, whilst British officers continued to be 
appointed by the Secretary of State, and in the middle thirties 
the responsibility for recruitment of all officers was under- 
taken by the Governor General. Thus, with the winding up 
of the office of Secretary of State, which will presumably 
be one of the early steps in the impending transfer of power, 
the majority of British officers, with or without compensation, 
will lose the careers on which they have embarked under 
contract with the Secretary of State, and will have to face 
the alternative of seeking to continue their present employ- 
ment under the new Government or looking for jobs else- 
where. 

The re-employment cf British railway officers by the new 


was 


Indian Government may cause some difficulty, because the 
British officer on the present terms of service is entitled to 
certain privileges and additional pay to which his Indian 


colleague has no claim. In addition to the basic pay of a 
post, which is the same for doth British and Indian officers 
of the same seniority, the British officer receives “ overseas ” 
pay, which increases from £135 to £360 p.a. with length of 
service, but diminishes again with increase of basic pay beyond 
a certain limit. 

Thus, a British District Officer with about eight years’ ser- 
vice will receive £975 a year, whilst his Indian colleague of the 
same seniority and performing similar duties will receive 
only £675. At the upper end of the scale the General 
Manager of a Class | railway will receive £3,150 a year, whether 
he be British or Indian, no “overseas ” pay being allowable 
at such a high rate of basic pay. The British officer is also 
entitled to more generous leave, and a passage fund which 
for a married officer with two children would amount to a 
cash payment of about £1,600 during twenty years’ service. 

It is not to be expected that a British officer will readily 
sacrifice these privileges for service under the new Govern- 
ment, nor is it likely that the new Government will be willing 
to continue to award these privileges. With regard to pay 
it would appear practicable to raise the present basic scales 
of pay to the general level of the effective pay drawn by 
the British officers 

The inadequacy of the present rates of basic pay has been 
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represented to the authorities by junior Indian officers, and 
the change of Government might offer a suitable oppor- 
tunity to meet the representations of the Indian officers whilst 
providing an incentive for British officers to continue in 
service. The same argument might be applied to leave con- 
cessions, though not to passage concessions. Cessation of 
passage fund payments necessarily, in the case of all but 
the most senior officers, would be a severe deterrent to those 
British officers who were seeking employment with the new 
Government. 

Today. India has a system of State railways which in most 
respects can bear comparison with any in the world, and the 
efficient way in which this system functions is in itself indica- 
tive of the excellent personal relationships which exist between 
British and Indian officers. It is this spirit of co-operation 
in service of the community which, multiplied throughout the 
activities of the sub-continent, will be of inestimable value in 
the final and, possibly, finest phase of British influence in 
India. 


* * * * 


L.P.T.B. and Trade Union Membership 


pein pe may differ widely as to whether membership of 
a trade union should be compulsory, but there can be no 
question that insistence on the membership of a_ particular 
trade union as a condition of employment may raise very 
serious issues. The recent agreement between the London Pas- 
senger Transport Board and the Transport & General Workers’ 
Union has been variously reported in the press, and it is 
necessary, therefore. to bear in mind that the Board’s official 
statement refers only to certain grades of employees (who 
are not specified) engaged in operating and maintenance work 
connected with the Board’s road transport services. To enable 
the Board to rely on the observance of collective agreements 
and full co-operation of the staff, it has decided not to con- 
tinue in its service any employee in the road transport grades 
concerned who is unwilling to join the Transport & General 
Workers’ Union, and those employees who are at present 
members of the National Passenger Workers’ Union, formed 
in 1938. are to be given an opportunity to join the Transport 
& General Workers’ Union. 

Although no reference is made to the point in the Board’s 
statement, it would seem to follow that if any employee 
in the grades concerned is subsequently expelled from the 
Transport & General Workers’ Union from any cause, the 
Board will be obliged to dismiss him. No indication is 
given as to whether a similar agreement will be negotiated 
with the trade unions representing the railway or workshop 
staff of the Board’s undertakings, but it will presumably be 
only a matter of time before the question is raised by those 
concerned. and it may also have considerably wider reper- 
cussions. 

There can be little doubt that it is advantageous for em- 
ployers to be able to negotiate agreements concerning wages 
and conditions of service with responsible bodies or associa- 
tions representing employees, and during the last twenty or 
thirty years considerable progress has been made with trade 
unions in the establishment and use of agreed machinery for 
the joint discussion of such problems which has proved of 
benefit. 

The question of compulsory membership of a_ trade 
union has been raised by the railway trade unions from time 
to time, but it has been the practice of the railway com- 
panies never to interfere with the freedom of their employees 
to join or refrain from joining a trade union. One objection 
which we see to the decision that employees must be a mem- 
ber of a particular trade union is that if a workman comes 
into conflict with his trade union over a matter which in no 
way concerns his employer. he may be expelled fron the union 
and the employer would have no alternative but to dismiss 
him. 

In these circumstances. the remark of Mr. Ness Edwards. 
Parliamentary Secretary to the Minister of Labour. in the 
House of Commons on July 30 that “it is an inalienable right 
on the part of the workers in industry to decide with whom 
they will work” appears to have very definite limitations. 
Further, we recall that in the debate on the Bill to repeal 
the Trades Disputes Act in April last. the Minister of Labour. 
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Mr. Isaacs, expressed confidence that “the fears of victimisa- 
tion, intimidation, and prevention of the operation of con- 
science will not be realised as a result of any action by the 
trades unions.” 

Despite this assurance, as the recent repeal of the 
Trades Disputes Act of 1927 now necessitates members 
of trade unions “ contracting out” of paying the political levy, 
it is not outside the bounds of possibility that in the future 
refusal to “contract in” might well become at least a partial 
ground for the expulsion of men from trade unions and in- 
volve their dismissai. 

It is a fair assumption that even if the Minister of Labour 
did not sanction this action of the Board, he had prior know- 
ledge of the proposed action, because the Board, like the 
main-line railways, is under the control of the Minister of 
Transport. 

It is reported that at a joint meeting of London Transport 
workers held at Peckham on August 28 an organiser of the 
National Passenger Workers’ Union made the point that the 
bigger union wanted a closed shop and was doing exactly 
what Hitler did when he came to power. In reply an official 
of the Transport & General Workers’ Union said that if 
anyone understood the function of trade unionism it must be 
obvious that there was not room for two unions. We do 
not know how the three large railway trade unions view this 
remark, seeing that they each have negotiating machinery with 
the railway companies and compete with each other for mem- 
bers from the same grades of staff. Moreover, there are 
something like 30 to 40 unions which cater for railway work- 
shop staff. It seems ciear that. in any event, the Roard’s 
action will have wide repercussions, the full extent of which 
cannot yet be foreseen. 


* * * * 


American Locomotive Practice 


7° those who follow the trend of events as they affect the 
motive-power position on the railways of the United States, 
the present status of the steam locomotive is of particular 
interest. This is due, in the first place, to the development 
seen to be taking place in the increasing power capacity of 
modern engines of normal construction, and in the work now 
being done in cennection with development of other types of 
steam power with turbine drive in one form or another, while 
at the same time the strides already made in the adaptation 
of diesel power to the needs of railway transport are of con- 
siderable significance. 

So far as steam locomotives of conventional design are 
concerned. an article appearing elsewhere in this issue illus 
trates clearly modern trends in design and construction em- 
bracing locomotives of normal types for different classes of 
traffic, which are without question notable exampies of loco- 
motive engineering in its most advanced form. So far as 
passenger service is concerned, it seems that modern condi- 
tions require the eight-coupled type with the 4-8-4 wheel 
arrangement. Moreover, to judge from the examples given. 
such engines appear to have reached something approaching 
standardisation so far as general design is concerned; in fact. 
even in details they seem to be much alike, as well as in 
potential power. 

As an alternative to the two-cylinder 4-8-4, a four-cylinder 
design. as used by the Pennsylvania, would seem to offer the 
material advantage of dividing the power between four in 
place of two cylinders, resulting for a given power in lower 
piston thrusts and, in consequence, a reduction in the weigh 
of the reciprocating masses to be balanced. From the stand- 
point of rail stresses, this is important, bearing in mind the 
very high individual axle loads necessary, even with eight 
coupled wheels, on account of the considerable tractive effort 
exerted by these large engines. A detail which attracts atten- 
tion is the increasing use being made of roller bearings, in 
some instances for all axles. and often fer the motion rods, 
for which, also, high class steels are generally used at least 
for high-speed locomotives. 

The large tenders carrying 40 or more tons of coal and with 
high tank capacity attract attention as indicating a desire 
to increase the length of locomotive runs and so improve 
the mileage run per locomotive day. The many refinements 
seen in recent designs are no doubt costly; the desire, there- 
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fore. to increase availability and get more work from each 
engine is understandable. In addition, steam locomotives must 
now meet the competition offered by the diesel-electric type, 
which is making great headway in main-line working. very 
largely on account of its high availability. The extensive use 
now being made of diesel-electric power is well brought out by 
a reference to a return which we noticed in our American 
contemporary, the Railway Age of November 18, 1944, giving 
the distribution of passenger locomotive mileage for the period 
1936-1944. From the particulars given, it is seen that, of the 
total passenger engine-miles run in 1936, 95.5 per cent. were 
worked by steam, 4.1 per cent. by electric, and 0.4 per cent. 
by diesel power. In 1944 similar figures for eight months were 
given as being 86.8, 5.4 and 7.8 per cent. In other words, 
the mileage worked by diesel traction increased from less than 
one per cent. to 7.8 per cent., practically all at the expense 
of steam, because electric traction remained almost stationary. 

in the pages of our other American contemporary, the 
Railway Mechanical Engineer for June last, some rather sig- 
nificant points arrested our attention. They were (a) No orders 
or inquiries were reported for steam locomotives during May. 
All requirements called for diesel power; () an article entitled 
* Diesels to replace Electrics *:; and (c) an editorial referring 
to the importance of an accurate knowledge of the cost of 
operating steam locomotives, which we found of particular 
It was pointed out that as between steam and diesel, 
comparison should be made with modern steam locomotives 
basis. This is, of course, true; so also is the further 
statement made to the effect that one of the distinct advantages 
enjoyed by the steam locomotive has been its low cost, rela- 
tively to the diesel. If, on the other hand. the first cost of 
modern steam locomotives continues to rise, then the difference 
between steam and diesel will narrow. That is, of course, if 
the diesel type should fall in first cost with larger production. 
Much no doubt depends on the cost per horsepower of modern 
steam locomotives, and also on their availability. Compared 
with the diesel type, a high availability factor is admittedly an 
asset of value; in practice, however, its real value wil! depend 
upon the extent to which it can be utilised, which is quite 
another matter. 

The amount of work a locomotive can do depends on ser- 
requirements, operating schedules, and other kindred 
matters quite apart from its mechanical perfections. Modern 
steam locomotives, if operated in conjunction with equally 
modern terminal facilities, can readily meet most railway re- 
quirements, but this fact should not be allowed to interfere 
with work having for its object its further development. 

* * * * 


Restoring the ‘‘ British” Reichsbahn 


REAT strides have been made in restoring the aftermath 
of war on the German railway system in the British 

zone. Only in one aspect has the progress of rehabilitation 
not been as fast as is desirable, and that is in the repair of 
damaged locomotives and rolling stock: the total of available 
engines, carriages, and wagons is not a great deal higher now 


interest. 


as a 


vice 


than it was eight months ago. This is due chiefly to the 
state of the workshops, practically all of which were more 
or less destroyed by bombing and battle. It has not been 


found possible to obtain the steel, timber, glass, and other 
material necessary for their repair to anything like the extent 
needed. Labour also has been in short supply. and output 
has been further reduced by the food cuts of recent months. 

In all other respects, however, the progress of railway re- 
habilitation has been remarkable. In June, 1945, a month after 
the collapse of Germany, there were only 1.050 route km. 
(652 miles) of line in operation, while today there are nearly 
12.000 route km. (7,450 miles) out of the 12.692 route km. 
(7.887 miles) which existed in the British zone before the war. 


In June, 1945, the average daily coal loadings were about 
16.000 tons; today they are about 160.000 tons, and even 
170.000 tons was touched in February of this year The 


corresponding figures for freight traffic other than coal are 
equally striking. In June, 1945, some 23,000 tons were loaded, 
compared with 105.000 tons in June, 1946. In September. 
1945, civilian passenger train km. amounted to 350,000 a week. 
Whereas today they are 807,000. Civilian goods train km. a 
week were correspondingly 370.000 and 754,000. 

Up to the end of February of this year, the Rhine, with its 
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swiftly flowing waters, was crossed only by temporary wooden 
bridges. Being only of flimsy construction. these bridges were 
a source of anxiety, as they might be damaged or destroyed 
by barge traffic and pack ice in the winter months. Fortu- 
nately, they survived these perils, and also a very heavy flood 
early in February. Now the danger has been removed by the 
completion of a fine double-line permanent bridge at Duisburg- 
Baerl (opened on February 26), a single-line bridge at Cologne 
South which was opened early in May, and a third permanent 
bridge at Diisseldorf-Neuss which was opened officially by 
Mr. J. B. Hynd, the British Minister responsible for the British- 
occupation zone of Germany, on August 10. An article 
on Rhine railway bridges in the British zone was included 
in The Railway Gazette of April 26 last. The completion of 
these permanent bridges has greatly facilitated coal traffic from 


the Ruhr to France, Belgium, and Holland, and foodstuffs 
in the reverse direction, as well as passenger traffic, both 


military and civil, in both directions. 

The fact that progress in repair of locomotives and rolling 
stock has not been as rapid as was hoped does not mean that 
traffic has increased only in like proportion. Better utilisation 
of locomotives, carriages, and wagons has permitted a very 
large expansion, as is indicated by the figures previously 
quoted. The supply of better quality coal and the fitting of 
brick arches to locomotives have improved coal consumption 
enormously. The restoration of yard facilities, telecommunica- 
tions, and signalling have speeded up traffic to such an extent 
that the wagon turn-round has dropped from 9 or 10 days to 6. 

Civil passenger traffic has increased out of all recognition 
in the past eight months, and it has been found possible to 
provide a service which now amounts to about half of what 
existed in 1932. Even so, all trains are greatly overcrowded 
and it is a common sight to see passenger trains with dozens 
of travellers riding on the footboards, on the buffers, and 
even on the roof. A recent 100 per cent. increase in fares 
above pre-war has done little to ease the congestion, so great 
is the urge to travel on the part of the German population. 
Regrettably, much of the travel is in pursuit of black market 


activities in food. 
Quite a large number of long-distance passenger trains 
through the British zone, and to the other zones, is now 


provided, and the Nord Express was revived in May, running 
between Paris, Calais, Brussels, and the Scandinavian countries. 
In addition to these long-distance passenger trains, there is 
now considerable long-distance freight traffic from neighbour- 
ing countries, some of it passing right through the British zone, 
such as goods from Denmark, Norway, and Sweden to France 
and Switzerland, petrol from Hamburg to Czechoslovakia, and 
U.N.R.R.A. imports of foodstuffs to the countries of Central 
and Eastern Europe. 

The General Management of the Reichsbahn set up at Biele- 
field in October last, is now firmly established, and the Germans 
are once again running their railways, always, of course, under 
close British supervision and control both at general head- 
quarters and in the six divisions. The total staff of the Reichs- 
bahn now numbers 249,188, which is considered to be on the 
high side, and steps are being taken to reduce it. At the 
moment, this reduction is slow, as the recent food ration cuts 


have necessitated the shortening of working hours in some 
categories. 

Budgetary control of the Reichsbahn finances has been in 
operation since the beginning of this vear. The German 
system of independent audit has been revived, and is used 
by the British staff to exercise financial supervision. The 


recent increase in passenger fares has resulted in a consider- 
able excess of earnings over working expenses. and the railways 
can be said to be paying their way to this extent. However, 
in view of the enormous further sums that have yet to be 
spent in repairing war damage, the Reichsbahn cannot expect 
to be financially sound for years to come. Not a little of 
the success behind this recovery is due to the co-operation of 
the Germans themselves. Except for a few Nazis who have 
been, and are still being, eliminated, the average Reichsbahn 
employee is a railwayman first and a politician last. There 
is little doubt that recovery of the German railways will pro- 
ceed steadily. The pace will depend largely on two factors, 
namely, food and coal. For most of the foregoing details 
we are indebted to the British Zone Review, the fortnightly 
journal of the activities of the Control Commission for 
Germany. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Named Trains in the U.S.A. 


88, Leadenhall Street, 
London, E.C.3. August 26 
To THE Epitor OF THE RAILWAY GAZETTE 

Sir,—In a recent issue of your paper there was an edi- 
torial on named trains in which mention was made of the 
names of passenger and goods trains in this country and in the 
United States. 

Perhaps your readers would be amused to hear that the 
generally believed first named train in the United States re- 
ceived its appellation in the ’70s from a celebrated racehorse 
of the period. The train was the “ Nancy Hanks” on the 
Atlanta-Savannah run of the Central of Georgia. This was 
also the name of President Abraham Lincoln's mother. How- 
ever, it was the fame of the horse which caused the railway 
staff to make this choice in a naming contest. The carriages 
were embossed with likenesses of the favoured filly. 

Very truly yours, 
ASHTON C. BONNAFFON 
Gconeral European Agent. 
Pennsylvania Railroad 


Carcroft Accident 
Malayan Railway, 
Kuala Lumpur. June 22 
To THE Eptror OF THE RAILWAY GAZETTE 

Sir,—i have read the account of the Ministry of War 
[ransport accident report published in The Railway Gazette 
of April 26, 1946, with much interest. 

It was indeed fortunate that there were no casualties in 
this instance, and I cannot help wondering if the findings 
of the Board of Inquiry would have been the same had a 
large number of persons been killed. 

As an officer of some experience in the Running Depart- 
ment, it seems almost incredible to me that the driver, whose 
engine sustains such damage as a left side connecting-rod 
broken loose and a front cylinder cover broken, resulting in 
pieces of his big-end spread around the couniryside, could 
possibly be unaware of what was happening. 

Might I be permitted to ask a few questions which do not 
appear to be deait with in this report: 

(a) How many stops did the train make between Bradford 
and Carcroft? 

(b) Did the drivers of the two engines examine their engines 
at any such stops? 

(c) Did the driver of the leading engine examine the big- 
end in question at the last stop before the accident? 

(d) How far trom the scene of the accident was the fast 
stop? 

The answer to these questions would clearly indicate whether 
a proportion of the blame could rest on the driver concerned. 

To state that: “This accident may fairly be regarded as 
mainly due to cumulative effects of the war” is hardly likely 
to create confidence in the travelling public. and will sound 
to the ears of the ordinary layman like a convenient phrase 
to cover up a multitude of sins. 

Yours faithfully, 


H. T. G. WRIGHT 
Senior Locomotive Superintendent 


Conjugated Valve Gear for 3-Cylinder 
Locomotives 


116, Royston Road, Mountain Rise, 
Pietermaritzburg, Natal, S.A. 
To THE Epitor oF THE RAILWAY GAZETTE 

Sir,—Referring to recent correspondence in The Railway 
Gazette, as I understand it the geometry of this valve motion 
was originally presented in a paper read before the Institution 
of Locomotive Engineers, and that some years later the prin- 
ciple was developed into a practical valve gear by the L.N.E.R. 
As usually happens, a novelty introduced into locomotive 
design in Great Britain sooner or later appears on colonial 
railway engines. 

When I went to the Nigerian Railway as General Manager. 
there were two classes of 4-8-2 locomotives fitted with three 
cylinders and the conjugated valve gear. One class had the 
motion behind the cylinders. It was virtually impossible to 
keep the central cylinder in phase, and its lame exhaust was 
painful to hear. Eventually, the C.M.E. wearied of continual 
adjustments, and locally designed, manufactured. and fitted a 
separate Walschaerts gear to the central cylinders of the class. 
when all was well. The other class had the motion ahead of 
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the cylinders. These engines also gave trouble and were fre. 
quently out of service. We had to strengthen considerably 
the anchorage of the main pin supporting the oscillating cross- 
lever. 

My own opinion (for what it may be worth) is that the 
heavy cross-lever—which has to be brought to rest and re- 
started twice per revolution—vibrates, adversely affecting main- 
tenance. In any case, what is the object of fitting freak recj- 
procating valve gears? Practically the whole of the vast |oco- 
motive aggregate in North America is fitted with Walschaerts 
and Baker valve motions, well tried mechanisms requiring a 
minimum of maintenance. Why do in a more sensitive or 
complicated manner something which has already become 
standardised in simple robust form? 

G. V. O. BULKELEY 


The Alarm That Needs No Winding 


9, West End Avenue, Pinner, 
Middlesex. August 26 
To THE Epttor OF THE RAILWAY GAZETTE 

Sik,—Reference the “ Alarm That Needs No Winding “ on 
page 208 of your issue of August 23, I am surprised that this 
experience is considered worth a comment. Surely most 
people can find their way home subconsciously, without a 
thought as to which turns to take. Personally, I make my 
sub-conscious control carry me through as much of the rou- 
tine of life as it can. 

When I travelled a good deal by London's “ Underground ” 
1 could decide on a route, say, from Victoria to Chancery 
Lane, and then think of other things, read, or even go to sleep. 
If someone asked me for a direction while I was changing 
trains at, perhaps, Tottenham Court Road, I should have to 
pause to observe where I was before I could reply. 

I only once made a mistake by this practice. I got into a 
wrong train late at night at St. James’s Park station and settled 
down to read. When I looked up I was halfway round the 
Inner Circle, but approaching a station exactly the same num- 
ber of stops from the start as the station to which I had 
intended to go on the Ealing line. 

I suppose that this is somewhat similar to sleep-walking, but 
| never do things sub-consciously unless I have willed them 
first. 

Yours faithfully, 
L. E. HAWKINS 


Impressions of French Railways 


Ightham Mote, 
Sevenoaks. August 19 
To THE EpttoR OF THE RAILWAY GAZETTE 

Sir.—These few impressions of French railways today, the 
first of a trip made in July. may perhaps interest some 
of your readers. 

The ~ Golden Arrow” service was taken to Paris, the route 
subsequently being Rennes, Chateaubriant, Angers, Grenoble, 
Valence, Paris, and then back on the “ Golden Arrow” again. 
One’s chief feeling is of admiration for the way in which the 
French are restoring their railways after the ravages of the 
war. In this field, at least, they appear to be working to one 
purpose! The schedules are necessarily quite slow, because in 
so many places river bridges have been destroyed (e.g., the 
several noble designs spanning the Loire), and in these cases a 
single line has usually been restored, which is traversed at 
walking pace. There are seven such slacks between Calais and 
Amiens alone, besides a diversion for about 4 km. immediately 
south of Etaples. 

The engines one sees on the expresses seem on the whole to 
be in better condition than those in England—perhaps they were 
and the sidings. 
besides being full of bombed and burnt-out wagons still on 
wheels, contain more antique types of locomotives than ever 
(the joy and wonder of so many observers from this country), 
as it is all part of the characteristic French parsimony not to 
scrap but rather to rebuild, or at least to retain as if for re- 
building. 

Admittedly, far fewer express services are running 
than in Great Britain, but one’s impression was that relatively) 
more restaurant-car services have been restored, nor has their 
glory departed so greatly—again very typical of the French! 
Fish rather than meat was always my experience, and bread 
tickets were carefully collected. The track is certainly good 
enough for present speeds. 

As to the running experienced, the “Golden Arrow” from 
Victoria was formed (on a Monday) of nine Pullmans, two 
ordinary corridor vehicles, and two vans, which one of the 
smaller Bulleid Pacifics ran to Dover in 103 min. 55. sec. 


against the booking of 100 min., net time being about 99. The 
queue at Dover to get one’s passport stamped was rather tedious 
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id irksome, but doubtless there is some objection to getting 
this done on the train. The not absolutely spick and span ex- 
terior of Canterbury served to remind one that the war has 
not been over so very long. . 

The train on the French side consisted of five corridor 
vehicles, three Pullmans, a restaurant car, and two vans, the 

engine being 23! No. E46, a Chapelon Pacific. With the afore- 
said bridge slacks, the schedule to Paris has to be as much as 
238 min., and the glory of this train, as regards speed, nas 
departed. We took 235} min. with slight signal delays in from 
St. Denis. Top speed was 31 sec. for a km. and some hard 
work was put in uphill. 

Next morning I travelled to Rennes on the 9.45 from Mont- 
parnasse, a heavily loaded summer rapide providing a good 
service to St. Malo and Lannion. The train was made up to 
fifteen corridors, with restaurant-car service, and two vans, and 
was booked non-stop to Le Mans, 211 km., in 165 min., and 
then—after an 8-min. halt to change from electric to steam 
haulage—had 141 min. to run to Rennes, 163 km. We ran to 
time, including a major bridge slack (American bombing) 

approaching Chartres. The engine from Le Mans was an Etat 
2-8- 2, No. P65, coloured a distinct green. 

One or two trips—some steam, some 
taken in the neighbourhood of Rennes, Chateaubriant, Segré, 
and Angers, all over single lines, poorly patronised, through 
agricultural country, and the writer was sorry to find that the 
little line between Segré and Angers St. Serge (a terminus some 
little way from the main St. Laud station and always produc- 
tive of the antique) was closed, though in its stead a bus ser- 


autorail—then were 


vice was found to be almost as entertaining. The St. Laud 
station has been much damaged. 
Thence to Grenoble, using from Angers to Lyons one of 


those remarkable cross-country services, which were always a 
feature of French timetables. This one was the 6.50 from 
Nantes, at present easily booked to Lyons, 644 km., in II hr. 
25 min., with stops at Angers, Saumur, Tours, Vierzon, 
Bourges, Saincaize, Moulins, Paray, La Clayette, and Lozanne, 
and changes of engine at Tours, Vierzon, Moulins and Paray. 
The train loaded to seven corridors, including a voiture-buffet, 
and two vans, and did good business, particularly from Paray 
onwards, for there is only one “express” daily in each direc- 
tion over this section. Scenically, it is a very fine route, and 
demanded much hard work from our engine, a P.L.M. 2-8-2. 

Lyons to Grenoble, which before the war had some fast 
autorail services, now has virtually only stopping trains—five 
services each way, two steam, and three autorail. From 
Grenoble a trip was taken to beyond La Mure on the ligne 
éléctrique, which begins at St. Georges de Commiers, on the 
Grenoble-Veynes-Aix-Marseilles line, and pursues an extremely 
steep and winding course among the mountains through which 
the Drax has cut its course in deep gorges. It is difficult to 
believe that there can be more exciting lignes pittoresques than 
this. 

These days in France there is no reduction on return fares, 
a measure introduced during the war years, presumably to dis- 
courage travel and keep receipts up as much as possible, so that 
it seemed worth while to catch at Valence the day rapide. 
leaving Marseilles at 7.55, for Paris, arriving at 21.55, travel- 
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ling to Valence from Grenoble on the Isére valley line, of 
whose six services in each direction two are steam and four 
autorail. The day rapide from Marseilles was loaded to ten 
vehicles, including restaurant car, and two vans to Lyons, where 
two extras were attached, and from Lyons and Dijon the train 
was so full that passengers were standing in the corridors. 
On the P.L.M. main line, there were two points of particular 
interest. First, the sections between Laroche and Dijon, which 
had shortly before the war been trebled or quadrupled, have 
all been reduced again to double line, rails and sleepers pre- 
sumably replacing shortages elsewhere. This applies also to 
certain sections on the Paris side of Laroche. Secondly, 
through engine-workings between Paris and Lyons have been 
suspended, and the old practice reverted to of changing engines 
at Laroche and Dijon. I would like to record also that I did 
not see a single P.L.M. 4-8-2. Is it only on the Riviera section 
that they now work? 
The journey home from Paris on the “ 
punctual and called for no comment. 
Yours faithfully, 
J. H. COLYER-FERGUSSON 


Golden Arrow” was 


Italian High-Speed Electric Locomotive 
Bolzano, Italy. August 24 
‘To THE Epitror OF THE RAILWAY GAZETTE 
Sir,—-In your issue of August 16, I have read a description 
of the new electric locomotive for the Létschberg Railway. 
On page 171 it is reported that the power bogies have been 
regarded as unsuited to high-speed operation. It may interest 
you to know that the Italian State Railways have in opera- 
tion from 1941 the Bo-Bo-Bo d.c. 3,000 volt 636 type loco- 
motive—with a horsepower 1 hr. rating of 2,100 kW. and a 
maximum speed of 120 km.p.h. This type of locomotive is 
used for passenger and freight service on main lines. 
A new type of Bo-Bo locomotive has now completed the 
tests and will be placed in service this year. 
Yours faithfully, 

S. BONAJUTO 
Generale, 
Motorizzazione Civile, 
Compartimento di 


Ispettorato 
della 
Boizano 
[We remarked in our editorial comment on the Bo-Bo type 
locomotive for the Létschberg Railway that, where high power 
output is required, power bogies have previously ‘been re- 
garded as unsuited to high-speed operation. In the past the 
rigid frame type of locomotive with individual axle drive has 
been the most popular design for high power output. It is in- 
teresting to note from Mr. Bonajuto’s letter that the Italian State 
Railways have adopted the power bogie arrangement in recent 
years. In this country the electric locomotives for the Man- 
chester-Sheffield line of the L.N.E.R., which were designed 
just before the war and one of which was actually completed, 
are to be of the power bogie type. ‘However, the power rating 
of this locomotive is only 1,800 h.p., which is hardly compar- 
able with the 4,000 h.p. of the Brown-Boveri Létschberg loco- 
motive, nor is it intended for high-speed operation.—Ed., R.G. 
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representative and impressive picture gal- 


the larger of the secondary pre-grouping 
companies, the Furness rose from a small 
mineral line to a tourist and goods-carry- 
ing railway of considerable importance. 
Up to 1879 it was absorbing and com- 
bining with its neighbours. In the 
‘eighties, although severely hit by the de- 
pression in the iron and steel industry, 
it pushed ahead resolutely with the de- 
velopment of Barrow docks. Mr. Aslett, 
who became manager in 1895, inaugurated 
a progressive policy which involved the 
intensive cultivation of the Lakeland 
tourist traffic and the introduction of up- 
to-date coaching stock. Unfortunately the 
1914-18 war interrupted this progress and 
the war traffic which the Furness had to 
bear severely taxed its resources. Until 
1896 all the engines were from private 
makers, but thereafter, Mr. Pettigrew. as 


his detailed and absorbing chronicle with 
maps of the Furness in its stages of evolu- 
tion, gradient profiles and a good selection 
of locomotives and scenes, including the 
strange Lindal subsidence and the Levens 
Viaduct accident. 


Titans of the Track: Southern Railway 


No. 2. London: Ian Allan Limited, 282, 
Vauxhall Bridge Road, S.W.1. 6 in. x 
4 in. Illustrated. Paper covers. Price 


Is. 6d.—The text of this attractively-pro- 
duced booklet, the second in this series 
dealing with the Southern Railway, has 
been contributed by Mr. Cecil J. Allen. 
It covers mainly the locomotive and elec- 
tric development x the company under 
two progressive C.M.Es.. but also de- 
scribes station and signalling practice, ir 
which the Southern is well to the fore. 


lery of Southern motive power. It is a 
pity, however, that a photograph of one of 
the new CCI electric locomotives has not 
been included. 


Tyres and the War.—tThis 
which reviews the 
British tyre 


booklet, 
achievement of the 
industry from 1939 to 1945, 
has been issued by the Tyre Manufac- 
turers’ Conference, Trafalgar House, 9, 
Whitehall, London, S.W.1. Eighty million 
tyres were produced by the industry for 
the war, a remarkable output when the 
almost complete loss of the world’s supply 
of natural rubber is considered. The 
initial difficulties of synthetic rubber pro- 
duction, however, were overcome steadily, 
with the result that, at the end of the 
war, 72:5 per cent. of all rubber for tyre 
making was synthetic. 
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The Scrap Heap 


PROPAGANDA ; 
The only true propaganda is service. 


x * * 


NAMED TRAINS IN THE U.S.A.—4 


Passenger 
Name Railway Scheduled run 
Legislator ... Pennsylvania... New York 
Washington 
Lone Star . St. Louis—South Memphis —Dallas 
Western 
Mark Twain Chicago, Burling- St. Louis 
Zephyr ton & Quincy Burlington 
Mayflower . New York, New New York —Boston 
: Haven & Hart- 
ford 
Mercury . New York Cen- Cleveland 
tral Chicago 
Meteor ... ... St. Louis—San St. Louis 
Francisco Oklahoma City 
Minute Man . Boston & Maine : Boston —-Chicago 
New York Cen- 
tral 
Mohawk ... . New York Cen- New York ° 
tral Chicago 
Goods 
Name Railway Scheduled run 
Guts was .. Pennsylvania... Buffalo—Harsimus 
Cove 
Highball... ... Great Northern Seattle —Portland 
Hot Shot .lllinois Central Council Bluffs 
Chicago 
Iron Master . Seaboard ... Birmingham 
Richmond 
Lindy ashes ... Central Railroad Scranton 
of New Jersey Allentown 


Mae West Ilinois Central Waterloo 


Hawthorn2 


AESTHETIC COMPENSATION 

“The late Great Central Railway may 
never have paid any dividend on its ordi- 
nary shares, but those holding such shares 
who were railway-minded apart from a 
purely financial interest must have realised 
that they were getting a good return for 
their money with the fine engines designed 
by Mr. Robinson.”.—From “ The Robin- 
son Locomotives of the Great Central 
Railway, 1900-23.° by C. Langley Ald- 
rich, 


Oil-Burning Locomotives 
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Music BY LONDON 
TRANSPORT 

During the dark days 
of 1940, a young man 
climbed on to the stage 
in the canteen at the 
London Transport bus 
overhaul works, and gave 
an impromptu piano- 
forte recital. The next 
day he was joined by 
another lad with his 
piano-accordion, and sub- 
sequently several more 
volunteered to entertain. 
Thus was born the Chis- 
wick Works “ Spitfires * band of eight per- 
formers, which gave a broadcast on August 
22. together with the male voice choir 
of the London Transport railway overhaul 
works at Acton. The choir has 30 singers, 
and was formed in 1942, primarily to pro- 
vide lunchtime entertainment in the can- 
teen. The “ Spitfires” have broadcast 
several times, and have given numerous 
entertainments. By their efforts they have 
raised £1,000 for charity. including a large 
sum for the Sunshine Homes for Blind 
Babies. The Acton Male Voice Choir 
has given 80 performances to audiences 
of all sizes from 30 to 1.500 at hospitals, 
canteens, prisons, and elsewhere. 


* * 7 


100 YEARS AGO 


From THe RAILWAy TIMES, SEPT. 5, 1846 


O TUNNELLERS.—SCOTTISH CEN- 

TRAL RAILWAY PERTH TUNNEL. —To Let, 

the constructing of the Tunnel on this line of railway, in 

such lots as may be agreed upon. There are six shafts, all 

of which are sunk, and the caitens of the Tunnel partly 

partly driven. The excavation is through Oldred aan 
and whinstone rock. 

Tenders will be received up to Monday, the 7th day of 
September next, addressed to Messrs. John Stephenson and 
Co., Contractor’s Office, Perth, and the work will on that 
jay be let. 

Parties tendering should be present on the day of letting. 


Back to 1920 





L.N.W.R. locomotive, fitted with the * Scarab” oil-burning system, 


which was put into operation in 1920, 


The illustration above is re- 


produced from our September 10, 1920, issue, which contained details of 
a test run and a description of the equipment (see editorial note, page 259) 
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There are no fool Questions! 


Let’s remember that on shipboard, 
in a motion picture studio, or in 
some other unfamiliar spot, we all 
might ask “foolish questions.” No 
matter how silly a patron’s question 
may seem, he’s in earnest. Never be 
short, impatient or superior. Give a 
clear, careful answer in language the 
customer can understand. The more 
inexperienced he is, the more your 
consideration will earn his good will. 


From“ Company Manners” issued by the New York Central Sysiem 


NEXT WEEK’S RAILWAY CENTENARIES 

Dalton Junction to Richmond (9} miles), 
York & Newcastle Railway, opened Sep- 
tember 11, 1846. 


* * * 


Not Our Cup oF TEA 
* Before the war a locomotive in first- 
class condition ran so smoothly that a cup 
of tea could be placed on the footplate 
without danger of a single drop  over- 
spilling.”—From ‘The Daily Mirror. 


THE FUTURE 
A total of 135 engines are to be built, 
and ten of the famous “* Royal Scot ” loco- 
motives and eight other express passenger 
engines are to be rebuilt and fitted with an 
improved type of boiler which will give 
them additional power. New third class 
passenger carriages to be built number 
716, providing some 38,000 _ seats. 
The provision of these new carriages is in 
line with the short-term policy of adhering 
to the immediate pre-war design, so that 
clean and comfortable seats can be pro- 
vided now.—From “ The L.M.S. Answers 

Your Questions.” 
* * * 


By NUMBERS, BOARD 

An acquaintance back from Vienna tells 
me his greatest joy is to listen to the simple 
shout, “ Mind the doors, please,” on the 
Underground, and the gramophone “ Stand 
Clear of the Gates ” at Euston. 

In Vienna he counted 16 different direc- 
tions on how to get on and off the trains. 
He gives the following syllable-for-syllable 
translation of one of these: 

~ After the signal ‘Remain behind—the 
train is leaving, or the solitary signal, 
‘Remain behind, getting in or out of the 
train is dangerous to life, and therefore 
forbidden.” 

The careful addition of the words “to 
life’ and the logical conclusiveness of the 
* therefore forbidden ” are, it must be ad- 
mitted, masterly—From the “ Daily 
Graphic.” 

* 4 
SLEEPING IN TRAINS 

That was a distressing story, told in 
The Yorkshire Evening Post recently, of 
the man who, when travelling from his 
home at Walmgate, York, to Selby, fell 
asleep in the train and woke up at Col- 
chester. His indiscretion cost him £2 in a 
court at Ipswich, since he had not paid the 
fare. The soporific effect of railway travel 
has long presented a problem to those 
whose destination was not a_ terminus. 
The gently swaying motion of the train, 
the monotonous rhythm of the carriage 
wheels, and the endless. regular procession 
of telegraph poles, in itself as effective a 
sleep-producer as any number of imagi- 
nary sheep passing through a gate; all 
these things conspire to drive the traveller 
into the arms of Morpheus.—From the 
“ Yorkshire Post.” 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


NEW ZEALAND 


Wagons from Great Britain 

The 3,000 “La” type wagons ordered 
from British firms [see The Railway 
Gazette of June 28.—Ep., R.G.] are for 
shipment between January and August 
next year. The wagons will be shipped 
in parts, and assembled in railway werk- 
shops in New Zealand. Provided ship- 
ping is available, all 3,000 wagons should 
be in service in early 1948. 

During the war, the New Zealand 
Government Railways building programme 
for rolling stock fell far behind. Hun- 
dreds of men from the railway workshops 
joined the forces, and all building materiais 
available were needed for urgent war work. 
Had it not been for the war, 700 “La” 
wagons a year would have been built from 
1942 to 1945 inclusive, and as soon as 
the war ended the Government set about 
making up leeway in building. The whole 
productive activity of United Kingdom 
wagon builders was then atready allo- 
cated by the British Commonwealth Sup- 
ply Council to orders of the highest 
priority, many of which had been on ap- 
proved programmes for some time. 

However, when the New Zealand 
position was represented to the Chairman 
of the Wagon Builders’ Association, the 
association undertook to place New 
Zealand orders high on the list for 1947. 
In the past 16 months—which is roughly 
since the war with Germany finished— 
446 wagons of all types have been built 
in New Zealand, nearly half of them for 
livestock traffic. 


WESTERN AUSTRALIA 


Permanent Way Renewals 

Apart from the construction of defence 
sidings, the only major civil engineering 
work undertaken during the war was the 
Swan View—Tunnel Junction deviation, 
which, in addition to overcoming difficul- 
ties in the working of up trains, through 
the tunnel, removed a serious bottleneck 
on the main Eastern line. The department 
now has been allotted £600,000 for the re- 
habilitation of the permanent way and 
other property under the 10-vear_ pro- 
gramme, but it is intended, if possible, to 
spend this amount in five years at the rate 
of £120,000 a year. 

There are 9,000,000 sleepers throughout 
the system, and, based on the average life 
of a sleeper being 22} years, 400,000 nor- 
mally are required annually for replace- 
ments. In the past four years, however, 
the department has been able to obtain 
an average of only 300,000 each year 
in 1942 only 212,000 were used—se that 
it is 400,000 sleepers in arrears and sup- 
plies are still scarce. Not only is it short 
of sleepers, but departmental traffic has to 
give place to the haulage of wheat and 
superphosphate, so that difficulty is ex- 
perienced in having sleepers transported 
throughout the 4,400 miles of system. 


New Rails 

During the war there was very little re- 
laying of rails, because even if the men had 
been available, steel was acutely short. 
There are now 45 miles of rails on order, 
delivery of which is expected during the 
next 12 months, and it is intended to order 
an additional 100 miles for i1ew works and 
other maintenance. These will probably 
take a further 12 months to arrive. 


In one or two cases during the war, per- 
manent way gangs were reduced to a 
strength of one man, and, as it was ob- 
viously impossible for him to move a rail 
by himself, the “gang” had to be amal- 
gamated with another—also weak in num- 
bers—and the combined force given a 
length of line to look after much in excess 
of peacetime practice. Because of diffi- 
culties such as this, the department had 
no option, in the interests of safety, but 
to reduce speeds over some sections, and 
some of these restrictions still =pply. 


CYPRUS 


The Present Railway System 

The Island of Cyprus has one public 
railway, which is owned by the Govern- 
ment, and two industrial railways which 
serve certain industries exclusively. The 
Cyprus Government Railway formerly ex- 
tended from the port of Famagusta to 
Evrychou., 

It was operated in two sections, from 
Famagusta to Morphou’ in October, 
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Mines Branch, was constructed and paid 
for by the Cyprus Mines Corporation, 
but is the property of the Cyprus Govern- 
ment. The corporation has the right to 
use the railway for the life of its mining 
lease and any renewal thereof. It is used 
only for transport of ore and supplies of 
the corporation, and carries no passen- 
gers except employees of the corporation. 
Its length of line (single or first track) 
is 12°81 miles. At Kargotis Junction, 
which is one mile from Kalon Khorion, 
connection is made with the Government 
Ratiway. 

The Limassol Amiandos Aerial Railway 
is an industrial railway serving exclusively 
the Tunnel Asbestos Cement Co. Ltd. It 
is a bi-cable ropeway, and has a length of 
single or first track totalling 184 miles. 
[he ropeway was not in operation during 
the period January 1, 1941, to December 
31, 1944. 


UNITED STATES 


American Locomotive Company 
The American Locomotive Company 
reports that the net profit for the first six 
months of 1946 amounted to $3,950,016. 
This is equivalent, after preferred dividend 
requirements, to $1.83 per share on the 





777, 


yi \UNOACIJA Ry 





ALON KHORION 
Kouriotissa Mine 


EVRYCHOU 









Perao 
Road service supersedes, 
abandoned line. Fy»): ‘ 
mis e 4, 
Amiandos A wwerty, Uy, un 
erial py, 4. uniiy/? 
Mine Ropeway Cc Mines 





mes Cyprus Government Railway 
Abandoned Line 
seme Cyprus Mines Corporation Line 
Roads 


eucece - 








0 5 


























MUST 
ats 
oAkanthoun'\s 


NVOen anyits 
ATT aaeett uaa 
emg thon 
ASS yi” 









° : 
Lysi 
Sly 
INN 

My nies 











" TURE E Y 
fe 

SEA ~ 

9 50 I90Mites wm 





Map showing the railways of Cyprus 


1905, and from Morphou to Evrychou in 
November, 1915. The section from Kalon 
Khorion was closed in June, 1932, and 
abandoned. A 5-mile road motor service 
between these points replaces the rail 
service. 

On the same date (June, 1932) 
scheduled passenger services were discon- 
tinued on the portion between Nicosia, 
Morphou, and Kalon Khorion, but this 


portion remains open for goods traffic 


only. Both passenger and goods traffic is 
still maintained between Famagusta and 
Nicosia. 

The Cyprus Government’ Railway 


at the present time has 71 miles of main- 


line track, on the 2 ft. 6 in. gauge. 
Its route is from Famagusta Harbour, 
through Famagusta Town, Nicosia, and 
Morphou, to Kalon Khorion. In 1944, 


135,149 tons of goods were carried, com- 
pared with 141,140 tons in 1943. Passen- 
gers carried during 1944 numbered 301,319. 
The rolling stock comprises 12 locomo- 
tives, 17 carriages, 101 wagons, 8 petrol 
railcars, and 14 lorries. 


The Cyprus Government’ Railway, 


shares of common stock outstanding at 
June 30, 1946. The semi-annual statement 
reflects costs and expenses incident to a 
strike which closed four of the company’s 
plants for approximately two months early 


this year, the loss from which cannot 
reasonably be estimated. This was re- 
duced, however, by a related credit to 
cost of goods sold of approximately 


$1,200.000, representing reductions in lia- 
bilities previously provided for, but found 
during the period to be in excess of te- 
quirements. During the year the company 
sold three-sevenths of the stock of the 
Montreal Locomotive Works Limited, pre- 
viously a wholly-owned subsidiary 

Mr. Duncan W. Fraser, Chairman of the 
company, stated that the concern had 
$75,000,000 in unfilled orders on July 16, 
1946, consisting principally of diesel-elec- 
tric and steam locomotives and parts. Of 
this, $28,000,000 represented steam loco- 
motives for export. In addition, Mr. 
Fraser stated, the Montreal Locomotive 
Works Limited, had $15,000,000 unfilled 
orders at that date, principally steam loco- 
motives for export. 
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Modern American Locomotives 
The comparison of powers and design features of a number of leading types 
By E. C. Poultney, O.B.E., M.I.Loco.E. 


S an introduction to a note on modern 

steam locomotive practice in the 
United States, one cannot do better than 
quote’ from a speech* made by Dr. J. B. 
Innis, of the American Locomotive Com- 
pany, who, remarking on advances 
achieved in the power developed, said: 
“ Consider the progress made only in the 
last 40 years. 

“At the St. Louis Exposition held in 
1904, the Pennsylvania Railroad built 
a locomotive testing plant, the most 
modern of its kind at that time. Of all 
the freight locomotives tested, the most 
powerful produced 280 maximum i.h.p. 
per axle; today we have locomotives that 
produce 1,500 i.h.p. per axle, an increase 
of more than 400 per cent. The weight 
per driving axle of the best 1904 model 
was 43,000 lb. compared to 70,000 Ib. for 
the 1,500 h.p. locomotive of today.” 

Referring to speeds attained at the pre- 


operating of heavy trains at high sustained 
speeds puts a considerable demand on the 
power output of modern locomotives. 
These high powers are not obtained for 
nothing. 

Although the thermal efficiency of 
locomotives has improved. the coal re- 
quired per mile is continually rising, and 
the accompanying graph has been pre- 
pared to show how the amount of coal 
required per mile to handle fast passenger 
trains on the New York Central System 
between Harmon, N.Y.,,and Chicago has 
increased from an average of 106 lb. per 
mile in 1931 to 132 lb. per mile in 1940. 
These figures apply to all classes of pas- 
senger engines, and to both summer and 
winter workings. They further include 
all coal loaded on the tenders, and thus 
cover all locomotive purposes. 

Referring to the high powers developed 
by present-day locomotives, and to the 
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ih.p. at 75 m.p.h., the engine weight is 
360,000 Ib. and the weight per i-h.p. only 
76 \lb., while the power developed per 
axle has increased to 1,575 i.h.p. It has 
been shown that the coal required per 
mile has increased during the ten years 
1931-1940 by some 23 per cent. What, 
it will be asked, is the coal consumption 
in relation to the work done? Dyna- 
mometer car tests are carried out on the 
New York Central with new locomotive 
designs as delivered to determine the maxi- 
mum power available at capacity opera- 
tion, and also the consumptions of coal 
and water resulting under normal working 
conditions. 

We will refer to some results which 
indicate how modern engines use the coal 


supplied. The latest engines of the 
Pacific type introduced in 1925, class 
“KS,” when tested with a 15-car train 


of 1,053 tons at 51 m.p.h., used 7.22 Ib, 
of coal per car-mile. Taking for compari- 
son the latest 4-6-4, class “J3,” engines 
of 1937, a train of 18 cars weighing 1,253 
tons was operated, at 59 m.p.h., on a coal 
consumption of 6.21 Ib. per car-mile. This 
is a reduction of 14 per cent. in the coal 
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Coal consumption of passenger engines, New York Central 


sent time, Dr. Innis stated that in 1942 
there were 44 passenger schedules running 
between points from 50 to 202 miles apart, 
at speeds of 70 to 84 m.p.h. “ Locomo- 
tives have reached or exceeded 120 m.p.h. 
There can be no question but that motive 
power units are available that can main- 
tain any speeds that are considered safe 
from the standpoint of signals, roadbed, 
and curvature of track.” It was further 
mentioned that speed means power, and 
power costs money, and that a 1,000-ton 
passenger train travelling on a fairly level 
track at 70 m.p.h., requires 1,850 h.p. at 
the drawbar. To maintain 80 m.p.h. with 
the same train would require an increase 
of 500 h.p., while at 90 m.p.h. a further 
addition of 550 h.p. would be necessary. 
At 100 m.p.h. the power required would 
be twice that necessary at 70 m.p.h. 

Dr. Innis then took up the question of 
the type of locomotive that will pull these 
heavy trains in the future, a subject be- 
yond the scope of the present article, which 
deals only with steam power. 

The foregoing indicates how the power 
of engines has increased, and how the 

* ‘* The Last Fifty Years—And the Next.’’ Speech 
by Dr. J. B. Innis at a dinner celebrating his fiftieth 


anniversary with the American Locomotive Company. 
New York. December |1, 1945 





increase in the amount of coal required 
to operate fast passenger trains made up 
of modern coaching stock, it is pertinent 
to inquire how the increase in power has 
affected the weight of modern locomotives, 
and what use do these powerful engines 
make of the coal loaded on the tenders? 
These questions may be answered by re- 
ferring to a paper read before the Ameri- 
can Society of Mechanical Engineers in 
1941 by Mr. P. W. Kiefer, Chief Engineer, 
Motive Power & Rolling Stock, New 
York Central System.+ 

It is learned from this that, when the 
“ Pacific” 4-6-2 type passenger engines 
were first introduced in 1904 for a maxi- 
mum of 1,700 i.h.p. attained at 39 m.p.h., 
the engine-only weight per i.h.p. was 132 
lb., and that 567 i.h.p. was developed per 
axle. These engines, without the tender, 
weighed 224,000 Ib. Taking the latest six- 
coupled express engines of the modified 
“Hudson” type, the 4-6-4 engines, class 
“ 33,” of 1937, which can develop 4,725 


* “ Progress in Steam Passenger Locomotive Utilisa- 
tion,’’ by A. A. Raymond, Superintendent, Fuel and 
Locomotive Performance, New York Central. Ameri- 
can Society of Mechanical Engineers, 1941 

t ‘‘ Modern Steam Passenger Locomotives : Research 
and Design,’’ by P. W. Kiefer, American Society of 


Mechanical Engineers, 1941 


fired per car-mile, even though the net 
ton-miles per hour shows an increase of 
from 52,603 to 73,927, or 40 per cent. 


Important Design Features 

The principal design features that have 
contributed to the high powers possible 
with modern locomotives and to improved 
operating results will now be considered. 
Boiler steaming capacity is the first essen- 
tial, and another governing factor is cylin- 
der design, particularly with respect to the 
arrangement and proportioning of the 
steam and exhaust ports and passages. In 
regard to boilers, probably nothing has 
done more to augment capacity than the 
four-wheel trailing truck. This has enabled 
the use of larger boilers with large grate 
areas without unduly loading the coupled 
axles, 

An examination of the dimensions of a 
representative 4-8-2 engine, period 1922- 
1925, shows that grate areas varied within 
the limits of from 66 to 88 sq. ft., with 
a mean dimension of about 75 sq. ft. For 
modern 4-8-4 engines built from about 
1930, grate areas are found to range from 
73 up to 107 sq. ft.; on the assumption, 
therefore, that steaming capacity is pro- 
portional to the size of the grate, 4-8-4 
engines may be at least 40 per cent. more 
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powerful than those of the 4-8-2 type. 
While boiler capacity has been augmented 
to obtain the power required, large cylin- 
ders and high pressure steam must be 
employed. 

In the case of two-cylinder engines, de- 
signers are faced with two real problems, 
namely, adequate steam and exhaust ports, 
and motion design. Two major points 
are the weight of ‘the reciprocating masses, 
the reduction of the dynamic augment 
(hammer blow) at high speeds, and the 
loading imposed on main crafk pins. 
From the point of view of boiler capacity, 
mention should be made of the practically 
universal use of feed-water heaters, 
mechanical stokers, and the small tube 
E-type superheater. So far as the engines 
are concerned, cast-steel bed frames, with 
cylinders included, and the large use now 


DIMENSIONS AND PROPORTIONS OF 
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bituminous coal, having a @alorific value 


ranging from approximately 13,000 to 
14,000 B.Th.U. per lb. 
It is now intended to comment on the 


different designs as given in the table of 
dimensions. The first example is a four- 
cylinder engine intended for fast passen- 
ger traffic, built for the Pennsylvania by 
the Baldwin Locomotive Works, two of 
which were placed in service during 1942 
and are now being followed by a further 


50, of which 25 are to be constructed 
by Baldwins and 25 at Altoona.’ In 
this design the cylinder power is divided 
by using two separate four-coupled two- 
cylinder units in one main frame. The 
engines, therefore, in effect are equiva- 
lent to an eight-coupled design. Such 


and the New York 
4-8-4 engines built 


being the case, these 
Central class “Sib” 


MODERN AMERICAN 


Railway ... Pennsyl- N.Y.C. R.F. and | Southern N.Y.C. B.andM. OD.T.and 
vania % Pacific L. 
Type 4-4-4-4 4-8-4 4-8-4 4-8-4 4-6-4 4-8-2 2-8-4 
Service Passenger , Passenger | Passenger Passenger Passenger Freight Freight 
and Freight and Freight 
oe No., dia. and stroke, 
at is wee) 4 193 X26| 2 25432) 2 2730 | 2 254x32, 22$x29 (2 28x31 (22530 [2 

‘Gio, dia., a“ és Poppet 14 12 14 14 14 
Coupled or ha dia.,in 8 79 77 89 79 73 63 
Rated tractive force, Ib., 

Main cylinders 65,000 61,570 66,500 64,760 43,440 67,000 63,250 

Booster 13,000 12,100 
Boiler 

Evaporative eee surface, 

sq. ft. ES ee «| 4218 4,827 5,374 4,887 4,187 4,544 4,493 
Superheater ... 1,680 2,060 2,093 2,086 1,745 1,924 1,795 
Combined 5,898 6,887 7,467 6,973 5,932 6,468 6,288 
Grate area, sq.ft. ... 91-3 100-1 96-3 90-4 82 79 88-3 
Working steam pressure, 

Ib. per sq. in. 300 275 275 300 275 240 250 

Wheel base, ft. —in. 
Coupled wheels aia 25—4 20--6 20-—0 21—6 14-0 19-3 16 9 
Engine es ots we 51—I!1 48 5 47-0 47-8 40 -4 442 39-3 
Locomotive . 107-0 97-24 97-24 96-3 837} 92--8 86-14 
Weights, Ib. and tons (2, 240 Ib. ) 
On coupled wheels ... 268,200 275,000 277,245 275,700 196,000 269,400 248,600 
- 119-8 122- 123-8 123-0 87-5 120-01 110-9 
Do. Average per pair 67,050 68,750 69,311 68,622 65,330 67,350 62,150 
29-9 30 30: 30-7 29-16 30 27-72 
Total engine sei 497,200 471,000 466,040 475,000 360,000 416,100 411,500 
222-0 209-8 208-0 212-0 160-7 185-1 183-0 
Locomotive 930,200 891,000 842,940 788,730 674,300 785,000 772,870 
415-2 397-7 376-3 352-0 300°! 350-04 334-0 
Tender 
Water, gallons, U.S. F 19,500 18,000 20,000 23,300 14,000 20,000 22,000 
Coal, tons (2,000 Ib.) i 41 46 22 Oil, 30 2! 22 
eaiee 5,880 galls. 
Superheater heat,: surface, 

per cent. comb. ... 28:5 29-5 28-0 29-5 29-4 29-8 36:3 
Evap. heat. surface grate. 

area . 46:2 48-1 55:8 54:0 51-06 57-5 50:8 
Weight on coupled Wheels. 

per cent. total engine 54 58-4 59:5 58-0 54°45 64:7 60-5 
Weight on aes wheels, 

+ R.T.F. - 4-13 4-4 4:17 4-25 4-51 4:02 3-92 
R.T.F. grate area ‘ sal 712 615-7 687 715 529-8 847 715 
R.T.F./evap. heat. surface 15-4 12-78 10-42 13-2 10-38 14-7 14-05 
R.T.F. x dia. of driving wheels, 

evap. heat. surface 1,231 1,009 952 1,060 817 1,075 887 
Superheater type A E E E E E E 


NOTE. 


or others tenders fully loaded. B. and L.E. 2-10-4. 


being made of roller-bearing journal boxes, 
should also be noted. The application of 
roller bearings to main and coupling rod 
pins is also increasing. 


Examples of Modern Locomotives 

The principal dimensions of selected ex- 
amples of modern locomotives for passen- 
ger and freight services are given in the 
accompanying table. The examples illus- 
trated include engines having wheel 
arrangements commonly found in recent 
practice, and the ratios of proportion show 
how these different wheel arrangements 
affect the weight distribution, and also the 
relation between boiler capacity as 
measured by the grate areas and evapora- 
tive heating surfaces and engine power 
expressed in terms of rated tractive force. 
Except those using oil as fuel, all the loco- 
motives mentioned are coal burners using 


-All locomotives fitted with feed-water heaters, and all have stokers, except the S.P., which burn oil. 
Full gear cut-off 68-75 per cent. M.E.P. for R.T.F. 80 per cent. 


by the American Locomotive Company 
may be compared, and thus bring out 
certain characteristic features of four- and 
two-cylinder engines intended for high- 
speed traffic. 

The Pennsylvania engines have a rated 
tractive force of 65,000 Ib. and the N.Y.C. 
61,570 lb. in this respect; therefore, they 
are much alike. On the testing plant at 
Altoona, one of these 4-4-4-4 type engines 
developed a maximum of 6,552 i.h.p. at 
360 r.p.m., equivalent to 86 m.p.h. This 
power output is equal to 1,638 i.h.p. per 


axle and to an engine weight only of 75.7 
lb. per ih.p. The total weight of the 
reciprocating parts on one side of the 


engine is 1,992 lb., an average of 996 lb. 
per cylinder. The New York Central 





* ** High-Speed Locomotives for the Pennsylvania 
Railroad.’’ The Railway Gazette, April 5, 1946 


267 


engines have been designed to develop not 
less than 6,300 ih.p. at speeds of from 
75 to 80 m.p.h., and they have two cylin- 
ders which are, in consequence, much 
larger. The results of an extensive series 
of trials understood to have been carried 
out during the spring of this year are not 
yet known to the writer, but judging from 
the performance of previous N.Y.C. eight- 
coupled engines, there is little doubt that 
they will easily develop the desired power 
output. 

On this assumption, therefore, the en- 
gine-only weight per i.h.p. would be 74.75 
lb., and 1,575 ih.p. would be developed 
per axle. The weight of the reciprocating 
parts per cylinder is 1,547 lb., 25 per cent. 
of which is balanced. The respective 
maximum piston thrusts are, for the Penn- 


sylvania engines, 91,500 Ib., and for the 
LOCOMOTIVES 
B. and P. and Southern Union C. and O. 
L.E. Ww.V Pacific Pacific 
2-10-4 2-6-6-4 4-8-8-2 4-8-8-4 2-6-6-6 
Freight Sreight Passenger Freight Freight 
and Freight 
31x32 (423%32 42432 423332 4 22433 
15 12 Il 12 i2 
64 63 634 68 67 
96,700 97,500 123,000 135,375 110,200 
13,100 
5,903 5,914 6,468 5,889 7,240 
2,487 1,873 2,601 2,466 3,166 
8,390 7,787 9,069 8,355 10,426 
106-5 102-3 139 150 135-2 
250 225 250 300 260 
22--4 32-7 44.7 36-6 34-8 
45-6 55-8 673 725+ 62—-6 
95-24 98-3} 1il—9 117-7 112—11 
371,000 394,040 514,800 540,000 471,000 
165-5 175-7 229-8 241-04 210-2 
74,200 65,673 64,912 67,500 78,500 
33-12 29: 28- 30-13 35-04 
519,840 525.980 639,800 762,000 724,500 
232-0 234-3 285-0 340-0 322:2 
901,340 894,130 1,028,700 1,104,200 1,150,600 
403-0 395:2 459-2 492-9 512-6 
23,000 20,000 22,000 24,000 25,000 
25 25 Oil, 28 25 
6,100 galls. 
29-6 24-1 28-7 29-5 30-6 
55-3 57:6 65:0 55-6 53-5 
71-5 75-0 80-1 71-0 65:1 
3-83 4-04 4-17 3-99 4:27 
905 950 885 906 815 
16-3 16:4 19-01 16-0 15-2 
1,048 1,035 1,205 1,100 1,021 
E A E E E 


Weight of S.P. 4-8-4 includes tender two-thirds loaded 


N.Y.C., 140,000 lb. The load on the main 
crank pins due to piston thrust is 9,150 
lb. in the case of the Pennyslvania engines, 
but for the N.Y.C., as the main and 
coupling rod assemblies are of the tandem 
type, the loud due to piston thrust is re- 
duced by one-half, and, therefore, becomes 
70,000 Ib. 

The Pennsylvania engines are equipped 
with the Franklin poppet valve gear, and 
each cylinder has eight poppet valves, four 
at each end, and of these two 5 in. valves 
are for admission and two 6 in. diameter 
are for exhaust. The N.Y.C. engines have 
14 in. piston valves and the Baker gear. 
The cylinder ports have an area of 53.2 
sq. in., but the maximum area through 
each valve bushing is 90.4 sq. in., or 169 
per cent. of the port area. At short cut- 
offs, this gives a large area to steam 
through the valve bushings in relation to 
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the area of the port between the bushing 
and the cylinder, and presents an excellent 
feature. At 50 per cent. cut-off, the area 
through the valve bushing is 30.5 sq. in., 
or 57 per cent. of the cylinder port area. 

Both engines have Timken light-weight 
connecting, coupling, and piston rods, the 
latter having light steel pistons and under- 
hung cross-heads of the multi-ledge type, 
with aluminium-alloy cross-head shoes. 
The piston rods are hollow, and roller 
bearing assemblies are applied to all crank 
pins, and also fitted in the cross-heads for 
the cross-head pins. The Baker valve 
motion in the case of the N.Y.C. locomo- 
tives is fitted with needle bearings; anti- 
friction bearings are used for the Franklin 
gear: Timken roller bearings are applied 
to all engine and tender axles. 

In considering the relative weights of the 
reciprocating parts, while these may not 
be exactly comparable, they are reason- 
ably so, because the Franklin poppet valve 
gear is operated by a system of levers 
similar to the union and combining levers 
of the Baker valve motion. In each case, 
the main framing consists of a unit steel 
casting by the General Steel Castings Cor- 
poration, which includes the cylinders with 
valve chambers complete. The N.Y.C. 
engines have a large grate area, and to 
provide a commensurate gas area through 
the tubes and flues, the diameter of the 
boiler has been made as large as the load- 
ing gauge will allow for an engine of this 
type having driving wheels of a size de- 
sirable for high-speed operation. 

The outside diameter of the barrel next 
to the round top firebox is, in consequence, 
100 in., and the net gas area is 10.57 
sq. ft. As it has not been possible to 
use a dome, a steam-collecting pipe is 
fitted in the upper part of the barrel which 
connects with the multiple-valve throttle 
in the superheater header. The working 
steam pressure is 275 lb. per sq. in., 
though the boilers have been designed to 
carry a steam pressure of 290 Ib. per sq. 
in. if later considered necessary. At the 
latter pressure the factor of safety would 
be 43. The tender wheel arrangement has 
been designed to provide as short a wheel 
base as possible, so that the locomotive 
may be turned on the standard 100 ft. 
tables. They have an improved quick- 
acting water scoop designed to pick up 
water at high speeds, and the tank, which 
is specially vented, has a capacity for 
18,000 U.S. gal., which on account of 
trough spacing is found to be ample. 


Water and Coal Capacity 

The relatively small amount of water 
carried has made it possible to provide 
a bunker capacity for 46 short tons of 
coal, which permits of the 925 miles run 
between Harmon, N.Y., and Chicago being 
made with heavy trains with only one 
refilling of the coal bunker. The first 
of these engines, known as the “Niagara ” 
class, was delivered early in 1945, and 
during the months of August and Septem- 
ber of that year ran a total of 52,525 miles, 
hauling the “Commodore Vanderbilt ” 
express made up of from 14 to 16 Pull- 
mans at a mean speed of 56 m.p.h., and 
is reported to have made light work of it. 

These locomotives have been designed 
with a view to intensive utilisation, and 
are equally suitable for fast passenger and 
freight services. A rather extended re- 
ference has been made to these two loco- 
motives, which are interesting as_illus- 
trating two different methods of approach 
to the problem of providing steam loco- 
motive power for adequately handling the 
heaviest and fastest passenger services in 


THE RAILWAY GAZETTE 


the world. In design and construction 
both reach a stage in the development of 
the reciprocating steam locomotive as yet 
unsurpassed. 

The two following examples of 4-8-4 
type engines show, respectively, a design 
built by Baldwins for both fast passenger 
and freight traffic on the Richmond 
Fredericksburg and Potomac, and a semi- 
streamline design constructed for the 
Southern Pacific for fast passenger service 
by the Lima Locomotive Works. These 
are excellent examples of modern con- 
struction. Both designs include type E 
superheaters and one-piece -cast-steel 
frames, feed-water heaters, power reverse 
gears, and stokers in the case of the R.F. 
and P. engines; those for the S.P. use oil 
fuel. The S.P. engines are used to haul 
the “Daylight ” fast trains between San 
Francisco and Los Angeles, loading up to 
14 cars and weighing about 924 short 
tons. The New York Central 4-6-4 en- 
gines, 50 of which were built during 1937 
and 1938 by the American Locomotive 
Company, are a good example of modern 
six-coupled engines for fast passenger 
service.* 

Che design is based on the original Hud- 
sons of 1927, but has been much improved. 
These engines have 22} in. by 29 in. 
cylinders with 14 in. valves, and the steam 
pressure is 275 lb. per sq. in. The engines 
and tenders run on roller bearings. They 
have a fine record of performance in fast 
traffic between Harmon, N.Y., and Chicago 
end other points. 

Average Monthly Mileages 

During 1941 these 50 engines averaged 
monthly almost 15,000 miles per engine, 
while individual monthly mileages have 
been as high as 24,000. Between classified 
repairs they have made as much as 250,000 
miles.+ For freight traffic the Boston and 
Maine have in service some large 4-8-2 
type engines built by Baldwins. They 
have one-piece cast-steel frames which in- 
clude the cylinders and the boilers—which 
are of nickel steel except for the back 
plates—and tube plates and inner firebox 
carry a working pressure of 240 Ib. per 
sq. in. The thickness of the plates used 
and the design of the longitudinal boiler 
seams are such that the factor of safety 
is 44 at a steam pressure of 250 lb. per 
sq. in. The cylinders have 14 in. valves 
which receive a full gear travel of 7} in. 
from the Walschaerts valve gear. The 
engine front trucks have Timken roller 
bearings and the tenders have Isothermos 
journal boxes. Feed-water heaters are 
fitted, and mechanical stokers. 

For freight traffic 2-8-4 type engines are 
much in evidence. They are more power- 
ful than those of the 2-8-2 design, for 
although the adhesive weight and cylinder 
tractive effort is much the same, the boiler 
capacity is increased due to the large fire- 
boxes and grate areas made possible by 
the four-wheeled trailing truck. The ex- 
ample illustrated on page 270 is a design 
due to Lima for the Detroit, Toledo & 
Ironton Railroad and is interesting in that 
the engine frames are machined from 
rolled-steel slabs similar to the bar type 
of framing as made by locomotive builders 


here. The writer was to some small extent 
responsible for this development in the 
U.S.A. It will be noted that these engines 


have a grate area of 88.3 sq. ft., compar- 
ing with 79 sq. ft. in the case of the B. & 
M. 4-8-2 engines. 

The Bessemer & Lake Erie 2-10-4 loco- 


* “Improved 4-6-4 Locomotives for the New York 
Central.’’ The Railway Gazetie, May 27, 1938 

t A.R.E.A. Report of Committee on ‘* Railway Loca- 
tion and Operation.’’ Chairman, L. K. Sillcox, 1946 
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motives built by Baldwins represent a 
development of the 2-10-2 or Santa Fe 
type formerly much used for heavy 
moderate speed freight service. The en- 
gines illustrated are a good example of 
the 2-10-4 design and are used to handle 
very heavy trains. In this instance, ihe 
main frames are not of the single-unit 
type, but are made up of the usual cast- 
steel side members to which the cylinders 
of cast iron in two saddle pieces are 
bolted, and at the hind end they are bolted 
to a cradle casting. 

The equipment includes the type E 
superheater, feed-water heater, mechanical 
stoker, and three syphons. The booster is 
of the limited cut-off type. When com- 
pared with the preceding examples of the 
2-8-4 design, it will be seen that the four- 
wheel truck, together with the additional 
coupled axle, has enabled a much larger 
boiler to be used and a grate of sufficient 
size to ensure a reasonably high evapora- 
tion per sq. ft. of evaporative heating sur- 
face. It will be noted that the heating 
surface grate area ratio is 55.5 to 1. These 
engines have a rated tractive effort of 
96,700 lb., and the booster makes this up 
to 109,600 lb. available at starting and 
low speeds. The engines are thus equal 
in tractive effort to articulated locomo- 
tives of average capacity. 

Other examples cover simple expansion 
Mallet articulated engines with different 
wheel arrangements. The Pittsburgh and 
West Virginia 2-6-6-4 is a relatively small 
engine of approximately equal power to 
the B. & L.E. 2-10-4 previously mentioned. 
A comparison between the weights of these 
engines will indicate how the articulated 
design provided the same tractive force 
and boiler capacity with much lighter unit 
loading of the coupled axles. During re- 
cent years the Southern Pacific have placed 
in service a number of large Mallet-type 
engines for handling both passenger and 
freight trains on heavy-grade sections of 
the line. These are of the 4-8-8-2 types, 
and as the illustration on page 271 shows, 
run with the firebox and cab leading, an 
arrangement made possible by the use of 
fuel oil in place of coal. 

In conformity with present-day practice, 
the main frames for each of the power 
units consists of a one-piece casting which 
includes the cylinders, and other equipment 
includes the type E superheater, a feed- 
water heater, and Walschaerts valve gear 
operating 1! in. valves and controlled by 
a power reverse gear. In accordance with 
standard practice, the compressed-air brake 
is fitted, and for the engines in question 
there are two 8} in. cross-compound com- 
pressors which, as is frequently the case, 
are carried by brackets on the smokebox 


front. The tractive force reaches the 
high figure of 123,000 Ib. 
The Union Pacific 4-8-8-4 locomotives 


built by the American Locomotive Com- 
pany have already been fully described 
in The Railway Gazette,* but as no record 
of recent construction could be considered 
complete without a reference to these re- 
markable engines, their dimensions are 
included in the table and a photograph of 
one of them is reproduced on page 271. 

The concluding example of articulated 
locomotive and one of the latest design 
is seen in the 2-6-6-6 engines built by 
Lima for the Chesapeake & Ohio. These 
and some others recently built by Lima for 
the Virginian are the only engines to have 
this particular wheel arrangement. The 


(Continued on page 277) 





* ‘© A Remarkable American Locomotive De elop- 
The Railway Gazette January 30, 1942 
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Modern American Locomotives 





Pennsylvania 4-4-4-4 type locomotive for fast passenger service, class “‘T1,”’ 1942 


NEW YORK CENTRAL 





Ba ae 


New York Central 4-8-4 type locomotive for fast passenger and freight service, class **S1b,” 1945 





Richmond, Fredericksburg & Potomac 4-8-4 type locomotive for fast passenger and freight service, class 
** 551-555," 1936 





Southern Pacific Lines 4-8-4 type locomotive for fast passenger service, class “ GS4” 
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Detroit, Toledo & Ironton 2-8-4 type locomotive for freight service, 1936 
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SOUTHERN PACIFIC LINES 





Southern Pacific lines 4-8-8-2 Mallet-type locomotive for passenger and freight service, class “* AC7,’’ 1937 





Union Pacific 4-8-8-4 Mallet-type locomotive for freight service, 1941 


———— 
A al 





Chesapeake & Ohio 2-6-6-6 Mallet-type locomotive for freight service, class ‘“*H8,” 1942 


Hngineering Livrar* 
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Training Centre for L.N.E.R. Clerical Staff 


A permanent residential school at Hadley Wood for training Southern Area 
staff in goods and passenger station practice and telecommunication 





Students learning telephone geography from a wall chart 


THE first railway school of its kind, St. 
Ronans, Hadley Wood, Herts., which 
was formally opened by Sir Ronald W. 
Matthews, Chairman of the company, on 
August 22, has been equipped by the 
L.N.E.R. as a permanent residential train- 
ing centre for its Southern Area staff. 
As was reported in our last issue, students 
at St. Ronans receive practical instruction 
in goods and passenger station work and 
accounts, and in every type of telecom- 
munication used on a railway system. 

The centre has accommodation for 24 
students; 20 at a time will attend the 
courses in station practice, each lasting 
a fortnight, and four will train in tele- 
communication work, the length of the 
period depending on the speed at which 
individual proficiency is attained. Al- 
though new entrants to the service will 
attend, the majority of the students for 
some time will be ex-servicemen and 
women undergoing refresher courses. 

In an airy lecture room the 20 students 
sit at individual desks of the office type. 
The room has plenty of natural light 
and is also provided with fluorescent illu- 
mination and controllable tubular heating. 
A feature of this room is an experimental 
glass blackboard. Constructed of satin- 
finished plate glass, it is illuminated from 
within by reflected fluorescent light, giving 
a flat white ground. Black wax crayons 
are used for writing. When not illumi- 
nated the board serves as a screen for use 
with a film-strip projector. 


Booking Offices in the Annexe 


Practical work is done in an annexe to 
the main building, in which are two full- 
size, fully-equipped booking and parcel 
offices. One is a replica of the traditional 
type of office, with a booking window let 
into a solid front, and the other is an 
office of the latest type, with a clear- 
glass front and booking counter of modern 
design, and an internal public counter for 
inquiries and parcel despatch. The ticket- 
issuing equipment, consisting of Bellmatic 


ticket containers, a Rolltic machine, and 
a dummy Zone-Ticket Printer with operat- 
ing panel, have been provided by the Bell 
Punch Co. Ltd., Uxbridge. 

Also in the annexe is the most modern 
railway telecommunication schoo! in the 
country, covering every phase of railway 


telephone, telegraph, and __ teleprinter 
operation, and consisting of two fully- 
equipped stations known as Ajax and 
Beta. In station Ajax there is a train- 


ing telephone switchboard equipped with 
all types of circuit encountered at a rail- 
way exchange. It has lamp calling cir- 
cuits with associated multiple packs, eye- 
ball indicators, and drop indicators, as 
well as plunger-type keys for ringing on 
omnibus circuits, each serving a number 
of stations, signal boxes, yards, ete. 
Various supervisory indications are avail- 
able on the switchboard, and a special 
unit has been incorporated for the train- 
ing of blind operators. 

Close by the switchboard is the control 
desk, from which the instructor can make 
practice calls to the student, by whom they 
are received as though the calls had been 
made by the public over Post Office lines, 
or by railway callers in internal lines. 
The instructor can hear the reply given 
by the student and watch his. action; this 
visual-aural supervision enables prompt 
correction of operating errors to be made. 
To provide practice for operators in giving 
standard replies, the instructor can, by 
asking the student for certain numbers, 
regulate the type of reply. 

An illuminated mural diagram, showing 
the main trunk telephone routes within 
the L.N.E.R. Southern Area, is used to 
demonstrate the various switching centres, 
and also serves as a refresher course in 
railway geography. The diagram is oper- 
ated from the control desk by plunger 
keys, one for each station on the diagram. 
Each switching point shows red when 
lighted, and the station name, illuminated 
from behind, appears in black letters on 
a white opal ground. 
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Three single-needle telegraph circuits 
work between stations Ajax and Beta, ind 
although only a few yards separate them, 
the stations might be miles apart, for 
students are able to carry out all ne:es- 
sary station-to-station procedure, and yet 
be available for immediate supervis »n. 
There is a teleprinter in each station; both 
can be used by students for self-pract.ce, 
or, by switching, Ajax can send to B<ta. 
The Ajax machine can also work into the 
main L.N.E.R. teleprinter network through 
the Liverpool Street exchange. 

The proficient stage is reached by e.sy 
steps. In the first place, there is a la:ge 
wall replica of a telegraph instrument, 
which is operated by the instructor from 
his centrol panel, the class calling out 
each letter as recognised. Secondly, a 
dummy instrument, responding to opera- 
tion, but not connected to a circuit, is 
available for individual practice. Thirdly, 
the instructor can switch in to one or all 
of the active instruments on the live cir- 
cuits, and provide practice messages at 
controlled speeds. 

The code timing of messages is taught 
by two large clocks, one in each of the 
two stations. The special dials bear the 
code letters as well as the hour and 
minute indications. The clocks are oper- 
ated by the instructor from his control 
panel, and the hands can be revolved 
quickly to skip from hour to hour. or 
they can be made to move from minute 
to minute. 

Eight text booklets cover each of the 
station work and accounts courses. On 
the first evening after his arrival at the 
school, the student is given the first book- 
let to read through in order that he may 
gain a broad view of the subject matter 
covered. 

He makes notes about items not clear 
to him, and on the following day the in- 
structor covers in detail the material in 
the booklet, illustrating his lecture and 
writing notes on the glass blackboard, 
or by showing specimens by means of the 
film-strip projector. 


Sequence of Practical Work 

Then practical work is done as a class 
on actual railway forms, which leads 
through the course in logical order from 
the small, initial stages of the work to 
the climax, namely, the striking of a 
Station balance sheet. 

The text-booklets reduce the need to 
take notes, but practical examples are dic- 
tated as necessary. Booklets, note sheets, 
etc., are kept in a special binder supplied 
to the student; upon completion of the 
course, he takes back with him to his 
Station the binder and its contents, which 
constitute a useful reference book. In 
the training syllabi provision is made for 
discussion and lectures by _ visiting 
speakers. 

The centre was adapted and equipped 
entirely by L.N.E.R. staff. Mr. R. J. 
Eaton, head of the Passenger Department 
Research Station, Mr. A. Clayton, 
Telecommunications Controller, Southern 
Area, and Mr. H. Crank, Goods Mana- 
ger’s Office, Southern Area, were largely 
responsible for the preparation of the 
lectures and courses of study. 

Apart from the teaching side, which is 
supervised by Mr. E. §. Hobbs, Senior 
Instructor, the welfare of students is also 
looked after adequately; they have the 
use of a comfortable lounge, library, 


large garden, etc., admirably suited to 
recreational purposes or informal discus- 
sion; there is also a sick bay in case of 
need. 
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Training Centre for L.N.E.R. Clerical Staff 


Students’ dining room at St. Ronans Training School, Hadley Wood 


Mr. E. S. Hobbs, Senior Instructor, taking a class of ex-servicemen in station practice 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. J. R. Pike, Assistant Chief. Com- 
mercial Manager, L.M.S.R., has been ap- 
pointed a Director of Cumberland Motor 
Services Limited and East Midland Motor 
Services Limited. Mr. H. G. N. Read, 
General Assistant to Chief Commercial 
Manager, L.M.S.R., has been appointed 
a Director of the Eastern Counties Omni- 
bus Co. Ltd. and West Yorkshire Road 
Car Co. Ltd. Mr. A. Jessop, Assistant 
(Outdoor) to Chief Commercial Manager, 
L.M.S.R., is joining the board of the 
Lincolnshire Road Car Co. Ltd., and has 
been appointed a member of the manage- 
ment committee of the Eastern National 
Omnibus Co. Ltd. 


in April, 1942, and Operating Assistant to 
Superintendent of the Line in June, 1945. 





Lord Courthope has been appointed a 
Director of the Clerical, Medical & 
General Life Assurance Society. He is a 
Director of the Southern Railway Company. 


Sir Frederick Handley Page (President 
of the Institute of Transport) has been 
appointed an Officer of the Legion of 
Honour. 

Mr. D. Murray, Assistant Goods 
Manager, North Eastern Area, L.N.E.R., 
who, as recorded in our August 16 issue, 
has been appointed Mineral Manager, 
Southern Area, was educated at Derby 


RHODESIA RAILWAYS 

Mr. F. W. Bain, Principal Assistant to 
the General Manager, has retired. 

Mr. J. H. Allen has been appointed 
Rates Assistant to the General Manager, 
in succession to Mr. W. J. Speller, who 
has retired. 





Mr. M. D. Thompson, who, as re- 
corded in our August 2 issue, has been 
appointed District Goods & Passenger 
Manager, Cambridge, L.N.E.R., has been 
acting in that capacity since July, 1944. 
He commenced his railway career with 
the North Eastern Railway, and gained 
general experience at stations in the 
Middlesbrough and Darlington districts as 
a relief clerk and as Relief Stationmaster. 





Mr. C. W. Powell 


Appointed Divisional Superintendent, 
Swansea, G.W.R. 


Mr. C. W. Powell, Operating Assistant 
to Superintendent of the Line, Paddington, 
Great Western Railway, who recently was 
appointed Divisional Superintendent, Swan- 
sea, entered the company’s service in 1915 
in the Office of the Superintendent of the 
Line. In January, 1918, he joined H.M. 
Forces; he served in the Inns of Court 
O.T.C. and in the R.A.F. until March, 
1919, when he returned to the Passenger 
Train Section of the Office of the Super- 
intendent of the Line. In July of the 
same year he was transferred to the Divi- 
sional Superintendent’s Office, Swansea, to 
gain station and divisional experience, and 
he remained there until 1923, when he 
returned to the Rates & Fares Section of 
the Office of the Superintendent of the 
Line. From 1925 to 1934, Mr. Powell was 
attached to the Passenger Train Working 
Department, and in the latter year became 
a passenger train runner. From October, 
1935, until August, 1936, Mr. Powell acted 
temporarily as an Assistant to the Divi- 
sional Superintendent at Paddington; and 
in August, 1936, he was appointed Chief 
Clerk to the Divisional Superintendent at 
Worcester. In June, 1938, he was trans- 
ferred to the Bristol Division as Chief 
Clerk to the Divisional Superintendent; 
and in April, 1940, he became _ Assistant 
Divisional Superintendent at Paddington. 
Mr. Powell was appointed Assistant to 
Superintendent of the Line, Paddington, 


Mr. D. Murray 


Appointed Mineral Manager, Southern Area, 
L.N.E.R. 


School and Jesus College, Oxford, and 
joined the L.N.E.R. in 1924, as a traffic 
apprentice. After occupying posts in the 
Middlesbrough District Goods Manager’s 
Office and in the Goods & Passenger 
Managers’ Staff Section at York, he was 
appointed, in 1930, Staiths Superinten- 
dent at the Hartlepools. In 1931, he 
became Dock Superintendent at the St. 
Andrew’s Docks, Hull, and in 1935, Goods 
Agent, Hull. Mr. Murray was appointea 
Assistant District Goods Manager, New- 
castle, in January, 1939, and from the out- 
break of war acted as District Goods 
Manager there until November, 1940, 
when he was transferred to Hull ‘in the 
same capacity. In January, 1943, he was 
appointed to act as Assistant Goods & 
Passenger Manager, North Eastern Area; 
and he was made Assistant Goods 
Manager for that area in April, 1945, con- 
tinuing also to act as Assistant Passenger 
Manager until October, 1945. Mr. Murray 


is the son of Mr. John Murray, O.B.E.., 


who, when he retired in 1932, was 
Assistant Chief General Superintendent, 
L.M.S.R. 


SouTH AFRICAN RAILWAYS & HARBOURS 
Mr. J. O. Paterson, System Engineer, 
Eastern Transvaal System, has been ap- 
pointed to the newly-created position of 
Civil Engineer (Special Duties), Chief 
Civil Engineer’s Office, Johannesburg. 


Mr. M. D. Thompson 


Appointed District Goods & Passenger Manager, 
Cambridge, L.N.E.R. 


After periods of duty in different sections 
of district and headquarters offices, he 
held appointments successively as Head 
of Staff Section, District Goods Mana- 
ger’s Office, Leeds (Southern and North 
Eastern Areas); in charge of the Joint 
Staff Sections of the District Goods 
Manager and District Passenger Manager, 
Newcastle-on-Tyne; as Chief Clerk to 
District Goods Manager, Manchester; as 
Deputy Chief Rates Clerk, Goods Mana- 
ger’s Office, Southern Area; and as Assis- 
tant District Goods & Passenger Manager, 
Cambridge; before his appointment as 
Acting District Goods & Passenger Mana- 
ger, Cambridge. In the war of 1914-18 
Mr. Thompson saw service in France with 
the Royal Engineers and the Loyal Regi- 
ment, and eventually was given a com- 
mission with the West Yorkshire Regiment. 

Mr. W. S. Scott, Works Superintendent, 
and Mr. H. G. Gradwell, Sales Manager, 
Darlington Forge Limited, have been ap- 
pointed Special Directors of the company. 

Awards are announced in the Fifth 
Supplement to The London Gazette, dated 
August 16, under the heading of Canada— 
Department of Transport, of the Imperial 
Service Medal, to 212 railway employees; 
and of the Imperial Service Medal to one em- 
ployee of the Ceylon Government Railway. 
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Mr. Stanley Gairns, Publicity Depart- 
ment, L.P.T.B., has been appointed Adver- 
tising Production Officer of British Euro- 
pean Airways Corporation. Mr. Stanley 
Gairns is the son of the late J. F. Gairns, 
some time Editor of The Railway Maga- 
zine, and he started his railway career in 
the Commercial Manager’s Department of 
the late Metropolitan Railway. 

We regret to record the death on 
August 25, at the age of 84, of Lt.- 
Colonel Sydney Belfield, C.B.E., late 
R.A., who was Assistant Director of Rail- 
way Transport for a period during the 
war of 1914-18. 


PRESENTATION TO MR. R. J. ARMSTRONG 
Representatives of all departments of 
the Great Western Railway met at 
Worcester recently to present a farewell 
gift to Mr. R. J. Armstrong, the former 
Divisional Locomotive Superintendent 
there, who retired last April. Mr. Arm- 
strong’s grandfather, Joseph Armstrong, 
was a contemporary of Robert Stephen- 
son, and was Locomotive Superintendent, 
G.W.R., 1864-77. Mr. G. W. Robson, 
Assistant Divisional Locomotive Super- 
intendent, who presided, and Mr. J. J. 
Membery, Electrical Assistant, who made 
the presentation, spoke of the regard and 
affection in which Mr. R. J. Armstrong 
was held by all his staff and associates. 
The ceremony was attended by:—- 
Messrs. J. A. Warren-King (a former 
District Goods Manager, Worceste:) now 
District Goods Manager, Birmingham; 
. V. R. Brown, Divisional Superintendent, 
Birmingham; J. F. M. Taylor, Divisional 
Superintendent, Worcester; C. H. Adey, Dis- 
trict Goods Manager, Worcester; W. E. 
Walling, Sheet & Stores Department Super- 
intendent; C. L. Simpson, Divisional Loco- 
motive Superintendent, Newport; J. Col- 
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clough, Assistant Divisional Locomotive 
Superintendent, Newport; and A. Sheppey, 
Assistant Divisional Superintendent, Glouces- 
ter (representing Mr. B. Nicholls, 
Divisional Superintendent, Gloucester). 

Messrs. J. F. M. Taylor, C. H. Adey, 
C. L. Simpson, W. E. Walling and A. 
Sheppey spoke in support, and they and 
members of Mr. Armstrong’s indoor and 
outdoor staff expressed the wish that Mr. 
Armstrong should have a long and happy 
retirement. Acknowledging the gift, Mr. 
Armstrong said how deeply he appreciated 
the co-operation he had received from 
officers and staff of his own and other 
departments, and referred to his long 
family connection with the railway. 

We regret to record the death on August 
26 of Mr. .» W. Darcy, Divisional 
Chemist, Crewe, L.M.S.R. 








Mr. Asaf Ali has received the portfolio 
of Communications (War Transport & 
Railways) in the new interim Government 
in India. 


L.M.S.R. STAFF CHANGES 


Mr. W. E. Yates, Assistant Road Motor 
Engineer, Watford H.Q., to be Road Motor 
Engineer, Watford H.Q., in place of Mr. 
J. Shearman, retiring. 

Mr. V. R. B. Cooke, Assistant to Road 
Motor Engineer, Watford H.Q., succeed- 
ing Mr. W. E. Yates as Assistant Road 
Motor Engineer, Watford H.Q. 

Mr. D. Chaddock, Inspector, Road 
Motor Engineer’s Department, Watford 
H.Q., to be Assistant to Road Motor 
Engineer, Watford H.Q. 

Mr. G. Lovelady, District Operating 
Manager, Leeds, to be District Operating 
Manager, Leicester. 

Mr. F. J. Hibbert, Assistant District 
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Operating Manager, Leeds, succeeding “tr, 
G. Lovelady as_ District Operating 
Manager, Leeds. 

Mr. W. A. G. Suddaby, Assistant Dis- 
trict Operating Manager, Birmingham, to 
be Assistant District Operating Manager, 
Leeds. 

Mr. G. K. Tatterson, Yardmaster, E:ge 
Hill, to be District Controller, Crewe (B‘s- 
ford Hall), in place of Mr. G. R. Parkzr, 
retiring. 

Mr. E. Chilton, Yardmaster, Garston, 
succeeding Mr. G. K. Tatterson as Yaid- 
master, Edge Hill. 

Mr. G. Cherrington, Assistant Yard- 
master, Crewe, to be Yardmaster, Garston. 

Mr. L. M. Sayers, District Controller, 
Peterborough, to be Assistant District 
Operating Manager, Leicester. 

Mr. F. Bateman, Head Office Inspector 
(Freight Services), Office of Divisional 
Superintendent of Operation, Derby, to be 
Assistant to District Operating Manager, 
Leicester (located Peterborough). 

Mr. I. Parkes, Assistant District Con- 
troller, Wigan, to be Assistant to District 
Operating Manager, Liverpool (located 
Wigan). 

Mr. S. W. Hughes, Goods Agent, Willes- 
den, to be Goods Agent, Commercial 
Road, in place of Mr. G. H. Hayday, re- 
tiring. 

Mr. G. Butterworth, Chief Booking 
Clerk, Liverpool (Exchange), to be 
Passenger Agent, Wigan, in place of Mr. 
P. Hetherington, promoted 

Mr. H. A. Went, Yardmaster & District 
Inspector, Bristol, to be Yardmaster & 
Stationmaster, Bristol (St. Philips). 

Mr. H. E. Rock, District Foreman, 
Carriage & Wagon Department, Wigan, to 
be District Foreman, Carriage & Wagon 
Department, Accrington, in place of Mr. 
W. R. Ellis. retiring. 








Relining in Woodhead Tunnel, L.N.E.R. 
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Woodhead Station, L.N.E.R., at the west portal of Woodhead Tunnel (Manchester-Sheffield line), in 
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which, as recorded in our last week’s issue, relining work has been commenced 
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Douglas High-Lift Truck and 
Stillage System 


A newco.ner to the range of industria: 
power trucks is the High-Lift mddel, inade 
by the firm of Douglas (Kingswood) 
Limited, Bristol, which presents several 
novel features, one of which is that the 
truck will lift its load to any height not 
exceeding 4 ft. 8 in., thus enabling goods 
to be loaded on lorries at floor height. 

The lifting mechanism is engine driven, 
and is operated from the driving seat of the 
truck through a single lever control, the 
scissors members (shown in the right-hand 
illustration below) forming part of the 
raising and lowering mechanism, ensuring 
an even distribution of support for the 
load at all stages of lift by eliminating 
any overhanging weight. 

Motive power for ground traction and 
for raising and lowering the platform is 
provided by a Douglas flat twin engine, 
and both power unit and truck are manu- 
factured at the Kingswood works, which 
enables spares and advice on maintenance 
to be obtainable from one source. 

THE Power UNI1 

The power unit is a horizontally opposed 
twin-cylinder, side-valve engine of 596 cc. 
capacity, designed for easy starting, even 
in the coldest weather, and as air is em- 
ployed as the cooling medium, the engine 
can be operated successfully under extremes 
of climatic conditions. The power unit is 
completely cowled-in, and the ease with 
which the canopy can be removed gives 
ready access for maintenance purposes. 

The arrangement of transmission enables 
the truck to be reversed by the simple pro- 
cess of rotating the steering wheel through 
180 deg. without rotating the power unit 
itself. The position of the driver, in front 
of the truck, gives an unimpeded view on 


all sides, an advantage where confined 
spaces and narrow gangways exist. At the 


side of the engine canopy, and within easy 
reach of the driver, is the lever control- 
ling the upward and downward movement 
of the platform. An upward pull on the 
handle raises the platform and a down- 
ward push lowers it. 

The lifting mechanism has several points 
of interest. Immediately to the rear of the 
power unit. behind the oil and petrol tank, 
are two steel channel-section vertical mem- 
bers, each secured rigidly to its respective 
main chassis member by a gusset plate. 
At their upper ends, these two uprights are 
joined by a cast-duralumin cross-piece to 
which they are bolted, and between the 





A Douglas High-Lifi truck picking up a stillage loaded ready 


for collection 
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uprights is a steel squazz-threaded screw, 
the rotation of which imparts movement 
to the platform. 

At its upper end, the screw runs in a 
spherical seif-aligning ball-bearing carried 
in the cross-piece, and at its lower end js 
connected to a gearbox, through which it 
is driven by disc couplings between which 
is interposed a Hardy flexible disc. A long 
sleeve nut is threaded over the screw and is 
attached to the platform itself. At each 
end it is provided with special seals to pre- 
vent the lubricant escaping to the threads 
of the screw. Similar sealing arrangements 
are employed for the bearing at the upper 
end of the screw and for the one in the 
gear box. The self-aligning features ensure 
maximum steadiness and smoothness of 
lift, and the design of the bearings takes 
care, also, of any thrust loads. All mov- 
ing parts are lubricated by splash from oil 
contained in the gear box itself. 

On the model shown, the High-Lift plat- 
form is made of stout-gauge sheet steel 
carried on longitudinal girder members. 
Beneath the platform, and supporting it at 
all stages of lift, are two pairs of scissor 
members, provided with forged end fittings. 

A characteristic of the platform is its 
quick response to movement of the operat- 
ing lever. With the platform empty, a 
check was made to ascertain the shortest 
time taken to raise it from the full down 
oosition to the maximum height, which 
proved to be 20 seconds. The check was 
then repeated with the maximum recom- 
mended load of one ton in position, and 
20 seconds was again recorded. 

A useful feature is a trip-rod arrange- 
ment which throws the clutch into neutral 
and arrests the upward movement of the 
platform as soon as it reaches its maxi- 
mum lift position or any predetermined 
intermediate position. Alterations to the 
setting can be made when necessary by 
slackening a securing screw and re-setting 
the position of an adjustable collar on the 
trip-rod. The clutch is thrown into neutral 
when the surface of the platform comes in 
contact with the underside of the collar. 

One factor contributing to an efficient 
mechanical handling system is the elimina- 
tion of wasted time due to a truck being 


kept idle during loading and unloading. 
The stillage system involves the employ- 


ment of as many stillages as necessary, 
distributed at points where loading opera- 
‘ons take place. The stillages are loaded 
the work proceeds, and then collected 
by an elevating-type truck (shown in the 
left-hand illustration below). 
The use of stillages also considerably in- 
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creases the carrying capacity of the trucks, 
which can be operated almost continuously 
provided an adequate number of stillages is 
available, and almost any kind of product 
material can be handled by suitably 
designed stillages and trailers. An added 
advantage when the stillage is loaded with 
cases stacked one on the other is that the 
platform can be raised progressively to the 
height most convenient for each layer. 








Modern American Locomotives 
(Concluded from page 268) 


. & O. locomotives have been built to 
handle heavy freight trains on the steep 
Allegheny grades and to develop maxi- 
mum continuous power output at speeds 
varying from 30 to 35 miles per hour. The 
power units have cast-steel unit frames 
embracing the cylinders, which are 224 in. 
y 33 in. and have 12 in. valves actuated 
by the Baker motion. The pistons are of 
cast steel, and the piston rods, connecting 
and coupling rods are of medium carbon 
steel. The crossheads are of the under- 
hung multi-ledge design. 

The weight of the reciprocating parts 
for each cylinder is 2,152 Ib., of which 
41.7 per cent. is balanced. The working 
steam pressure is 260 |b. per sq. in., so that 
the maximum piston thrust works out at 
102,600 Ib. It is interesting to compare 
these weights with those for the N.Y.C. 
4-8-4 engines having alloy steel heat- 
treated motion, which for a piston thrust 
of 140,000 weighs 1,547 lb., or 28 per 
cent. less for a piston loading 37 per cent. 
greater. Naturally, in making such a com- 
parison it must be kept in mind that the 
N.Y.C. engines are intended for fast run- 
ning, whereas the Mallet engines are chiefly 
for comparatively low speeds. 

The fittings include a superheater of the 
E type, a multi-valve throttle integral with 
the header, a power reversing gear, and 
mechanical stoker. A Worthington feed 
heater is also included, and Timken roller 
bearing journal boxes are used for the 
coupled axles. The design as a whole is 
in keeping with modern standards. In con- 
clusion, reference must be made to a new 
Duplex engine of the 2-4-6-4 type, put into 
freight traffic by the Pennsylvania. 

The writer is indebted to the American 
Locomotive Company, the Baldwin Loco- 


motive Works, the Lima Locomotive 
Works Inc., and to Mr. P. W. Kiefer, Chief 
Engineer, Motive Power & Rolling 


Stock, New York Central System, for the 
photographs reproduced with this article. 





A loaded truck elevated to its maximum 


height of 4 ft. 8 in. 
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Staff & Labour Matters 


Compulsory Trade Union Membership 


Some three months ago employees of 
the London Passenger Transport Board at 
New Cross Depot, who are members of 
the Transport & General Workers’ Union, 
refused to work with other employees 
at the depot who are members of the 
National Passenger Workers’ Union, which 
was formed after the London bus strike in 
1937, and the Board continued these men 
on the pay-roll without working. Arising 
out of this incident, discussions have taken 
place between the London Passenger 
Transport Board and the Transport & 
General Workers’ Union, and, after a 
meeting on August 26, the Board decided 
not to continue in its service any em- 
ployee in grades covered by agreements 
with the T.G.W.U. who is not a member 
of that Union. 

BOARD'S STATEMENT 

In a statement issued by the Board ex- 
plaining its reasons for that decision, it 
states that from 1933 the Board. made all 
its agreements and conducted all nego- 
tiations in respect of the operating and 
maintenance staffs of its road services 
with the Transport & General Workers’ 
Union, and that those agreements applied 
without exception to each and every em- 
ployee in the grades concerned. In 1938 
the National Passenger Workers’ Union 
was formed, and some of the Board’s 
employees became members of it. The 
Board did not recognise it, nor enter into 
any agreement with it. The Transport 
& General Workers’ Union, which repre- 
sented an overwhelming majority of its 
employees, had now informed it that they 
would not work with employees who were 
not members of their Union. ~The 
Board,” continues the statement, “has 
decided that the existing unsatisfactory 
situation which, by seriously hampering 
the Board in its efforts to provide an 
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efficient transport service, is prejudicial to 
the public, must be brought to an end. 
It is recognised by the general executive 
council of the Transport & General 
Workers’ Union that it is essential to the 
fulfilment of the Board’s duties to the 
public that the Board should be able to 
rely on the observance of collective agree- 
ments and the full co-operation of the 
staff 

“On this basis, and on the understand- 
ing that an opportunity will be given 
to all non-members of the Transport & 
General Workers’ Union to join that 
Union, the Board has decided not to con- 
tinue in its service any employee in the 
grades concerned who is unwilling to join 
the Transport & General Workers’ Union.” 

N.P.W.U. STATEMENT 

After that announcement, the National 
Passenger Workers’ Union decided to ap- 
ply for an injunction to prevent the Lon- 
don Passenger Transport Board from 
giving effect to the notices issued to the 
tram drivers and conductors who have 
remained idle since May 27 because of 
the refusal of the Board’s employees, 
members of the Transport & General 
Workers’ Union, to work with them. The 
following statement was issued on August 
27 on behalf of the executive council of 
the National Passenger Workers’ 
Union: 

‘The national executive council at its 
meeting tonight discussed the decision of the 
London Passenger Transport Board to change 
the terms of employment and to make one 
section of its employees subjeci to the closed 
shop. We, the National Passenger Workers’ 
Union, a registered trade union democrati- 
cally controlled, understand and believe in the 
principle of democracy that the rule of the 
majority shall prevail. In the present in- 
stance, tram and bus men have not been 
given an opportunity of expressing their views 
on the closed shop. The decision has been 
taken by Transport House, without regard 
to the members’ wishes. The executive 
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council of the N.P.W.U. would have accepted 
the decision of a ballot vote taken by the 
r.G.W.U. and/or the L.P.T.B. We have 
pressed for this throughout the whole of this 
issue. No ballot of any kind has been taken, 
We tkRerefore cannot accept the dictates 
Transport House and we are resolved io 
fight the Board and the T.G.W.U. To this 
end an injunction is to be applied for to 
restrain the Board from giving effect to the 
notices to the 12 men. In the event of 
any of our members being discharged the 
executive council will afford them all pro- 
tection legally. We advise our members not 
to be intimidated by the threat from the 
L.P.T.B. and to remain loyal to the N.P.W.1 
being assured the union is deing all in iis 
power to protect its members’ interests: and 
whatever the cutcome of this struggle may 
be the N.P.W.U. will still carry on.” 


T.G.W.U. STATEMENT 
Mr. Arthur Deakin, General Secretary 
of the T.G.W.U.. also issued a statement 
on August 27 as follows: 


“The executive of the Union today met 
the committees of the three sections of the 
membership of the Union employed by the 
L.P.T.B. in the operative and maintenance 
grades, and full consideration was given to 
the implications of the statement issued by 
the Board yesterday. Arrangements have been 
made for a fully representative conference, 
comprising the delegates and branch secre- 
taries of the three sections. for Thursday, 
when a full report will be given and _ steps 
taken to give effect to the issues involved. 

“The Union wishes to make it perfectly 
clear that every opportunity has been given 
over a long period of time and every effort 
made to bring non-members into the Union. 
The opportunity to become members of the 
Union still remains. and it is to be honed 
and exnected that those outside the Union 
at this time will take steps immediately to 
ioin up. The Union is deeply conscious of 
its responsibility to the travelling public, 
and has taken such steps as will prevent 
interruption of the services.” 


A question concerning the Board’s em- 
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The above illustration shows the principal features of the first all-electric kitchen car introduced on 


American railways, according to the ** Railway Age.” 
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ployees who were being stood off work 
was raised in the House of Commons on 
July 30 by Mr. W. J. Brown (Rugby- 

Ind.). who asked the Minister of Labour 
“whether he has reconsidered the case of 
the twelve L.P.T.B. tramiwaymen, who, 
while drawing their pay regularly, are not 
allowed by the L.P.T.B. to take out their 
trams on the grounds that they are mem- 
bers of one Union and not members of 
another; and whether he will make a 
statement of his intentions.” 

Replying to a supplementary question 
arising out of the above question, Mr. 
Ness Edwards, Parliamentary Secretary to 
the Ministry of Labour, stated that it was 
an inalienable right on the part of the 
workers in industry to decide with whom 


they would work. They had that free- 
dom, and those men had decided that, 
unless the other men concerned joined 
their union, they would withdraw their 


labour, as they were perfectly entitled to 
do if they so desired. 

The question of compulsory trade union 
membership was the cause of -an unofficial 
strike at Stratford, L.N.E.R., Locomotive, 
Carriage & Wagon Works recently, when 
some 4,000 men refused to work because 
two men who were not members of a 
trade union were employed. The strike 
was of very short duration and ended 
with one of the men joining the Union 
and the other man, who was 66 years of 
age, resigning his job. 

Compulsory trade union membership 
was discussed at the annual conference of 
the National Union of Railwaymen in 
July, when the resolution was passed :— 

“That this annual general meeting, whilst 
recognising the efforts of this Union for joint 


action with the other railway trade unions 
on the non-unionist question, are satisfied 
that the time has arrived when definite 


action must be taken. We therefore instruct 
the General Secretary to inform the A.S.L.E.F. 
and R.C.A. that this Union is proceeding 
with an immediate application to the railway 
companies that trade union membership shall 
be a condition of employment in the railway 
service as from June 29, 1947.” 








Transport Problems in South 
Africa 


Planning passenger transport facilities 
for the Cape Peninsula so as to cope with 
passenger traffic in fifty years’ time, is one 
of the tasks before the Cape Peninsula 
& Districts Urban Transport Committee, 
now hearing evidence in Cape Town. 

Graphs prepared by the committee show 
that passenger traffic over the three 
suburban electric railway lines of the 
Peninsula has risen from under 20 million 
passengers in 1919 to about 78 million 
in the year ended March last. Because 
of war conditions 18 million more passen- 
gers were carried in 1943 than in 1941. 
Since 1943 there has been a consistent, 
although not sharp, rise in traffic. Be- 
tween 7.30 a.m. and 8.30 a.m. on week- 
days about 31,000 people travel on the 
electric trains. At 5.30 p.m. about 36,000 
are handled, and at | p.m. about 13.000. 

The committee will obtain similar in- 
formation on peak periods from the road 
passenger transport companies in_ the 
Peninsula. It is now studying principles 
adopted in other countries to solve the 
problem of coping with passenger traffic 
at peak hours. 


Apart from the census forms which 
were distributed to the public through 
employers, the railway administration 


took, between May 17-20, what is prob- 
ably the most comprehensive census ever 
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made on the volume of traffic on each of 
the three suburban electric lines. Over 
those four days the average number of 
passengers arriving at and leaving Cape 
Town station daily was between 133,000 
and 139,000—nearly 70,000 in each direc- 
tion. In the transport census which is 
being carried out among members of the 
public, forms already returned cover 
about 70,000 school children and about 
40,000 daily workers. 

The committee, it is stated, already has 
sufficient evidence to show that Cape Town 
lacks the necessary transport facilities to 
handle its passenger traffic adequately and 
efficiently. In drawing up its report to 
the Minister of Transport, the committee 
will give careful consideration to the needs 
of Cape Town’s new foreshore area and to 
opportunities for providing arterial roads, 
parking areas, and other amenities. 


Apprentice Training at a 
Huddersfield Works 


As far back as 1912 the firm of David 
Brown & Sons (Huddersfield) Ltd. made its 
first venture into apprentice training apart 
from instruction by the foremen, when a 
special training school was started separate 
from the works. 

Although this original venture had 
proved successful, there was a weakness 
in that it stopped short at the point of 
practical. work, and steps were then taken 
to remedy the deficiency by putting into 
operation a full plan of apprentice train- 
ing in a department completely separated 
from the works organisation. 

At the present time, directed by a train- 
ing officer assisted by a specially trained 
staff, manual work alternates with class- 
room insiruction, and most of the prac- 
tical work carried out is put to commer- 
cial use, because it was found that appren- 
tices working metal which they knew was 
destined for the salvage bin, lost interest 
in the work. 

The apprentices are required to take 
mutually agreed courses at evening classes, 
and in certain cases in day classes, in which 
event the school fees are borne by the 
company and the boys are paid full wages. 
Last year the firm paid some £360 in 
awards for examination successes. 


Apprentices 
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Victorian Railways Locomotives 
to Burn Oil 


Fifty-seven steam locomotives of the 
Victorian Railways are being converted 
to oil burning at the rate of five a week. 
Those already converted are of the “ A2” 
class, and are running now between Mel- 
bourne and Ararat, Bendigo, and Geelong. 
Later, the “C” class will be converted. 

Oil storage depots, each with a capa- 
city of from 36,000 to 72,000 gal., are being 
established at North Melbourne, Ballarat, 
Ararat, and Geelong. The locomotive 
fuel tanks hold 1,500 gal., sufficient for a 
return journey without refuelling from 
Melbourne to Ararat, Bendigo, Benalla, 
or Sale. 

To obtain the required firebox volume 
and length of flame, the burner has been 
mounted at the forward end of the ash- 
pan The grate is replaced by a steel 
floor on which there is a two-inch refrac- 
tory lining with six openings supplying 
air. Against the back plate of the fire- 
box a wall is provided up to the level 
of the bottom of the firehole, and fire- 
brick side walls are fitted to a line about 
on a level with the foundation ring. The 
length of the brick arch has been reduced 
by a row of. bricks. 


Conference on London Traffic 
and the London Plan 


Various plans have been prepared for 
the rebuilding of London, but so far 
there has not been sufficient scientific 
examination of the essential difficulties of 
combining the vision of architects with the 
practical needs of travel, and in the hope 
that these questions can be usefully dis- 
cussed, the British Association for the 
Advancement of Science has arranged a 
two-day conference in London. 

At this conference, which will be held 
at the Institution of Civil Engineers, 
Great George Street, London, S.W.1, on 
September 12 and 13, speakers will include 
experts on the general problems of traffic, 
town planning, and architecture, and on 
the special problems of railways, tubes, 
and travel by air. Full details of the 
conference, which will be open to the 


in a Huddersfield Works 





Apprentices of David Brown & Sons (Huddersfield) Lid. receiving 


instruction in a well-lighted workshop 
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public free of charge, may be obtained 
from the office of the British Association, 
Burlington House, Piccadilly, W.1. 

Lord Latham, Chairman of the London 
County Council, will preside at the open- 
ing session at 10.15 a.m. on September 12, 
and the conference will be opened by Sir 
Richard Gregory, F.R.S., President of the 
‘Association. Other speakers at this ses- 
sion will include Sir William Halcrow, 
President of the Engineering Section of the 
Association, and Professor W. G. Holford, 
who was responsible jointly with Dr. 
Holden for “The New Plan for the City 
of London.” 

Among the speakers at the afiernoon 
session will be Mr. V. A. M. Robertson. 
formerly Engineer-in-Chief, London Pas 
senger Transport Board, and now Chief 
Civil Engineer, Southern Railway, and 
Mr. J. C. Martin, Assistant Engineer 
(Tunnelling), London Passenger Trans- 
port Board. The morning session on Sep- 
tember 13 will be for discussion 


French Rail Transport of Fruit 
and Vegetables 


The French National Railways Com- 
pany (S.N.C.F.) devotes special attention 
to the cultivation of fruit and vegetables 
in the chief production centres of France, 
supervising also packing and storage for 
transport and distribution to Paris and 
other large cities, and export to foreign 
countries. To give representatives of the 
French and foreign press some insight into 
the methods of collection and transport, 
the S.N.C.F. recently organised a four- 
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day tour of the Rhone Valley, one of the 
richest production areas in the country. 

Almost the entire output in the Rhone 
Valley is sent to market by rail. In 1931 
the railways dealt with 430,000 tons. Ten 
years later, despite the war, the amount 
had risen to 485,000 tons, the figure com- 
prising 172.000 tons of fruit and 313,000 
tons of vegetables. This year the total is 
likely to exceed any previous record. 

Packing in baskets and crates, and 
loading in wagons and vans, are carefully 
carried out in compliance with the 
S.N.C.F. regulations to ensure transport 
and delivery in the market in good con- 
dition. Refrigerator vans are largely em- 
ployed for fruit. Vans undergo refrigera- 
tion in cold storage depots, and about two 
tons of ice are placed in each van to main- 
tain a low temperature during a long jour- 
ney. Many vans are built to the English 
loading gauge. 

Under the guidance of M. Texte. Chief 
Inspector of the S.N.C.F. Commercial Ser- 
vice, the press party visited the refrigera 
tion stations at Valence and Lyons. The 
Lyons depot has a cold storage capacity 
of nearly a million cubic feet, where all 
kinds of produce may be stored at tem- 
peratures varying from —20° C. to 20° C, 
A quick-freezing plant provides for the 
Storage of fruit in the season of greatest 
production, for consumption in January, 
February, and March. There is also a 
centre for the hiring of vans and their 
preliminary refrigeration. Ice is produced 
at the rate of 150 tons a day, sufficient to 
supply not only the needs of the depot, 
but also those of Lyons and other towns. 

Similar stations exist already at Toulon, 
Avignon, Valence, Lyons, Dijon, Stras- 
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bourg, and Perpignan. Others are to be 
built at Toulouse, Limoges, Niort, Caen 
and Rennes. In addition, the S.N.C.F, 
uses special sets of vans equipped with re- 
frigerating plant as mobile units. 

Many trains of fruit traffic are made up 
in the special marshalling yard at Chasse, 
near Lyons. These trains, generally of 
fewer than 40 wagons, at present run at 
speeds of 65 to 75 km.p.h. (40 to 47 m.p.h), 
but the speed is to be raised as soon as 
circumstances permit. The new 2-8-2 “R” 
class locomotives, recently imported from 
the United States, are generally used. 

Chasse deals not only with the produce 
of the Rhone Valley, but also with that 
from the Roussillon, the country around 
Perpignan in the eastern Pyrenees, «and 
fruit and vegetables imported at Marseilles. 
In May alone this year Chasse despatched 
14,000 wagons of fruit and vegetables out 
of a total of 25,660 wagons dealt with 


Swiss Federal Railways 
Half-Yearly Receipts 
When preparing their budget for 1946, 
the Swiss Federal Railways envisaged an 
unfavourable balance of fr. 25,600,000. 
The Swiss Federal Council, viewing the 
position in the light of reviving interna- 
tional passenger and goods traffic, amended 
the budget by increasing the estimated 
working receipts by fr. 24,000,000, ihe 
budget thus showing an unfavourable bal- 

ance of fr. 900.000. 

According to the accounts for the first 
six months of 1946, the working receipts 
of the Swiss Federal Railways exceed 
those of the same months of 1945 by 


Rhine Army Runs a Training Railway 





Vulcan Austerity locomotive ** The Sapper” used 
for training purposes 


Detmold signal box operaied by 153 Railway 
Operating Company, R.E. 


Sappers with world-wide experience are teaching men of the new army in Germany to operate railways under any 
conditions, and they are doing this on a 48 km. streich of line between Herford and Himminghausen, which is part 


of the main German railway network. 


The school is operated from Detmold by 153 Railway Operating Company, 


R.E., and the Company transports all kinds of traffic, including normal German goods and passenger services and 


U.S. freight trains on their way to the American zone. 


courses varying from six to eight weeks 


Every trade necessary for railway operation is taught in 
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fr. 48,000,000, that is, by double the 
amount of the amendment introduced by 
the Federal Council. The working sur- 
plus attained in the first half of 1946 
amounts to fr. 94 million, exceeding by 
approximately fr. 37,000,000 that reached 
in the same period of 1945. It is thus 
assumed that the 4 per cent. interest on 
the working capital (fr. 400,000,000) of 
the Swiss Federal Railways has already 
been secured for the current year, and 
that the Confederation will obtain a sum 
of fr. 16,000,000 from the Federal Rail- 
Ways. 

ihe position for 1947 is viewed with 
less optimism, and it is generally believed 
that an increase in the wartime fare in- 
creases introduced on April 1, 1944, will 
prove unavoidable. It is expected that 
the increases will be fixed in such a way 
as to enable the fast train supplements to 
be abolished. This would be a boon to 
the public, and result in simplifying the 
work of the ticket offices. It is thought 
that the additional use made of fast trains 
over short distances resulting from the 
abolition of supplements would not prove 
excessive. 


New Works at Cape Town 


No time has been lost by the South 
African Railways & Harbours Administra- 
tion in pushing ahead with its part of the 
scheme for the development of the new 
foreshore area in Cape Town. Work on 
the new goods yard, which is now in 
progress, involves the building of nearly 
five miles of platform walls, the laying of 
20 miles of track, and the erection of a 
goods shed. All the work must be carried 
out before it will be possible to vacate 
the present goods yards, which will become 
the site of the new passenger station (see 
The Railway Gazette of February 8). 

Between the naval training vase and the 
present marine drive, six platform walls, 
each 550 ft. long by 4 ft. 4 in. high, have 
already been built, and these are to be 
extended 900 ft. further on the city side. 
Over the whole terminal of platforms and 
tracks will be erected a goods shed measur- 
ing 1.450 ft. long by 400 ft. wide. Later, 
will come the goods offices, and the task of 
laying the network of railway tracks that 
will connect the goods yard with the main 
line beyond Koeberg Road Station. Be- 
yond the Koeberg Road bridge some of 
the new tracks will join the main line at 
Woltemade No. 1. Others will connect 
with the new avoiding line which is to be 
built between Kensington and Bellville. 


PREPARING FOR INDUSTRIAL EXPANSION 

Mr. W. M. Clark, General Manager of 
Railways, stated in Durban recently that 
he expected a tremendous expansion of 
industry and agriculture in the next 10 
years, and said that the railways would do 
all in their power to keep up with this 
expansion and stimulate it. The railways 
were facing great difficulties, but would 
play their full part. It was not only a 
question of wagons and locomotives. but 
of marshalling yards, station 
locomotive sheds, and staff. Apart from 
returned railwaymen, the administration 
had taken on 10.000 returned soldiers. but 
these men had to be trained and housed. 

The shortage of rolling stock would be 
eased in September with the expected 
arrival of 1,500 wagons from Canada, and 
a slackening in the demand for coal after 
the winter months. An order for 1,000 
wagons in South Africa had just been com- 
pleted, and an order had been placed for 
4.500 more in the next three years. 


facilities, 
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Notes and News 


Cost-of-Living Index.—At August | the 
Ministry of Labour cost-of-living index 
figure was 105 points above the level of 
July, 1914, showing no change compared 


with a month earlier. .At August 1, 1939, 
the cost-of-iiving index was 55 points 
above July, 1914. 

Colonial Government Appointment.— 


An accountant is required by the Gold 
Coast Government Railway for one tour 
of 12 


to 24 months with possible per- 
manency. Candidates, not over 35. must 
have a thorough knowledge of book- 


keeping, with practical experience in rail- 
way accounting work. See Official Notices 


on page 283. 

Hoffmann Manufacturing Co. Ltd. 
Newcastle Office—The Hoffmann Manu- 
facturing Co. Ltd. has opened a branch 
office at 217. Westgate Road, Newcastle- 
on-Tyne, | (telephone: Newcastle 26603; 
telegraphic address: Hoffmann New- 


castle). The branch is under the control 
of a qualified bearings engineer, and an 


emergency stock of ball and roller bear- 
ings will be carried. 

Seed Potatoes By Rail.—For the pre- 
sent season’s potato crop the L.M.S.R. 


and L.N.E.R. conveyed throughout by rail 
258,000 tons of seed potatoes from Scot- 
tish farms to the potato-growing districts 
of England, an increase of 4,000 tons on 
the previous year. In addition, they car- 
ried more than 43,000 tons to Scottish 
ports for shipment to England by coast- 
ing vessels. The 301,000 tons of seed 
potatoes conveyed by rail should produce 
this year some two million tons of eating 


potatoes, a notable contribution to the 
nation’s larder. 

Restoration of Two L.N.E.R. Ex- 
presses.—Withdrawn in 1939, the “East 


Anglian.” running between Liverpool 
Street and Norwich, and the “ Yorkshire 
Pullman,” running between Kings Cross, 
Doncaster, Hull, Leeds, and Harrogate, 


with connections to Bradford, will be re- 
instated on October 7 and November 4 re- 
spectively. The “East Anglian” will con- 
sist almost entirely of the luxury coaches 
which inaugurated the service in 1937. 
The * Yorkshire Pullman” will be made 
up of first and third class Pullman cars, 
and meals and refreshments will be served 
at every seat. 


Design in Industry Conference.—The 
significance of design to the future of 
British industry will be stressed at the two- 
day conference to be held in the Central 
Hall, Westminster. London, S.W.1, on 
September 26 and 27 next. The conference, 
organised jointly by the Council of Indus- 
trial Design and the Federation of British 
Industries, will be presided over by Sir 
Thomas Barlow, Chairman of the Coun- 
cil of Industrial Design. and will be the 
first of a series of conferences to be 
held in association with the “* Britain Can 
Make It” exhibition. On the first das 
(September 26). Sir Miles Thomas and the 
Hon. Josiah Wedgwood will speak on 
‘Industry and the Designer”: Mr. T. P. N. 
Burness will speak on “ Design and 
Machinery ”; and other speakers will be 
Mr. E. Bruce Ball and Sir E. Raymond 
Streat, Chairman of the Cotton Board, 
whose subject will be “Design and Re- 
search,” embracing market research and 
technical research. On the second day, 
Mr. Leslie Gamage and Mr. John Ryan 
will speak on the importance of design 
as an ally in sales; and Mr. Allan Walton 
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and Mr. A. Whitaker on “ Design Train- 
ing”; and the title of the last session 
will be “A Programme for British De- 
sign,” when principal speakers will be 
Sir Charles Tennyson, Chairman of the 
F.B.I. Industrial Art and Education Com- 
mittees, and Mr. S. C. Leslie, Director of 
the Council of Industrial Design. The 
names of other speakers at the conference 
will be announced later. Delegates will 
include industrial designers and industri- 
alists. Conference arrangements are in 
the hands of the Conference Secretary, 
Council of Industrial Design, Tilbury 
House, Petty France, London, S.W.1. 


Darlington Railway Plant & Foundry 
Co. Ltd.—Trading profit for the year to 
April 30 was £16,729, and income from 
investments amounted to £274, making a 
total profit of £17,003. After provision 
for depreciation and taxes, a balance of 
£6,106 remained, out of which interim divi- 
dends of 2! per cent. on the preference 
shares and 5 per cent. on the erdinary 
shares have been paid already, and £1,500 
has been transferred to general reserve. 
[he directors recommended final dividends 
of 24 per cent. on the 5 per cent. non- 
cumulative preference shares, less tax, and 
10 per cent. on the ordinary shares, tess 
tax, making a total ordinary dividend for 
the year of 15 per cent., less tax. 


Technical Press Delegation Visits 
Churchill Machine Tool Co. Ltd.—The 
following members of the Technica! Press 
Delegation, which is touring this country 
as guests of the British Government, 
visited the Churchill Machine Tool Co. 
Lid. on August 23: French: Mr. Jacques 
Dumas, Editor, La Genie Civile, and Mr. 
J. Charles, Editor, La Metallurgie; Dutch: 


Mr. J. J. Reynart, Editor, Polytechnisch 
Tijdschrift, and Mr. J. Roell, Editor, De 
Ingenieur; Swiss: Mr. Bernhard Marty, 
Editor, Schweiz Werkmeister-Zeitung, 
and Dr. Gawronsky, Editor, Schweiz 
Metallarbeiter-Zeitung. Ina tour of the 


works _ they 
machines of all 
struction. 
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L.N.E.R. Plans for Improved Cartage 
Services.—Schemes for the development of 
16 railhead centres—three in England and 
thirteen in Scotland—embracing cartage 
services to 310 stations, the extension of 
cartage facilities, and the disnlacement of 


437 horses by mechanisation, have been 


approved by the L.N.E.R. board. These 
proposals will call for a considerable 
Strengthening of the company’s present 


fleet of road vehicles, and 469 new motors 
and 1,205 new trailers are to be purchased 
at a cost of £400,000. The bulk of the 
additional motive units are to be 3-ton 
and 6-ton “mechanical horses,” but the 
carriers will range from moving floor 
trailers, pole trailers, and stretcher pole 
trailers, to glass floats, end tippers, and 
livestock trailers. Orders exceeding 
£173.00 have been placed already for 292 
motors of all types, as well as 100 
trailers, and 5 three-stall horse 
boxes. 


as for 
road 


Dean & Dawson Limited.—An office of 
Dean & Dawson Limited at 131, I inthorpe 
Road, Middlesbrough, will be opened to 
the public on September 16; Mr. S. Taylor 
will be in charge. Mr. H. Dunn has re- 
linquished the post of Branch Manager 
of the company’s office at 81. Piccadilly. 
London, W.1, but remains Head of the 
Continental & Overseas Department at 


the same address; Mr. A. W. Cooke is 
now Manager of the Piccadilly branch. 


Mr. A. Wood, after many years’ service, 
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has retired, and his place as Manager of 
the Lincoln office has been taken by Mr. 
W. Lawson, the pre-war Branch Manager 
at Rotherham. The company has re- 
opened its branch in Paris under the con- 
trol of its pre-war Agent for France, Mr. 
L. F. Poirson; the address of the premises, 
which are at the corner of the Boulevard 
de la Madeleine, is 3, Rue Godot de 
Mauroy, Paris, 9; the telephone number is 
Opera 59.75-7, and the telegraphic address 
is Raildeadar. 


1.C.I. Limited Transfers of Departments. 
—The departments of the Southern 
Region Sales Office of Imperial Chemical 
Industries Limited are all being trans- 
ferred from Mill Hill to Gloucester House, 
149. Park Lane, London, W.1 (telephone: 
Grosvenor 4020), at which address the 


Engineering Trades and Metals Depart- 
ments of the company also are now 
located. The other departments at Mill 


Hill (Agricultural, Dyestuffs, Household 
Products. and Distribution, including Pack- 
ages and Accounts) are scheduled to move 
on September 13 and 14. 


Improvements at a Crewe Depot, 
L.M.S.R.—Improvements to be carried out 
by the L.M.S.R. at its permanent way 
stores depot at Crewe include the pro- 
vision of a 7}-tons capacity magnetic 
electric crane capable of lifting six rails 
at a time, in place of two smaller cranes 
capable of lifting only one rail at a time. 
The new crane will operate on a ferro- 
concrete gantry 80 ft. wide and more than 
300 ft. long, spanning a rail siding from 
which it will load or unload direct to 
or from the stacks of rails. An electric 
rail saw for cutting steel rails into any 
required length also is being installed cs 
part of the improvement scheme. 


Patents: “Licences of Right.’—Notice 
is given in The London Gazette that appli- 
cations have been made for the cancella- 
tion of the indorsements “Licences of 
Right * on the undermentioned patents: 

No. 523,124, da ted December 23, 1938, in 
respect of variable electric resistance arrange- 
ments (grantee: English Electric Co. Lid.). 

No. 552,901, dated September 25, 1941, in 
respect ot a temperature indicator (grantee: 
English Electric Co. Ltd.). 

Any person may give notice of opposi- 
tion by lodging Patents Form No. 24 at 
the Patent Office, 25, Southampton Build- 
ings, W.C.2, on or before September 14. 


New London Transport Station Names. 

Four Underground stations were re- 
named on September 1. They are Mark 
Lane (District & Inner Circle Lines), to 
be Tower Hill; Enfield West (Oakwood) 
(Piccadilly Line), to be Oakwood: Queen’s 
Road (Central Line), to be Queensway; 
Bayswater (Queen’s Road) (Metropolitan 
Line), to be Bayswater (Queensway). On 
the night of August 31,  billposters 
carried out a transformation involving not 
only the four stations concerned, but the 
entire Underground system. Seven thou- 
sand paper slips bearing the new station 
names were printed in thirty-one sizes, 
and fifty different kinds of paper slips 
were pasted over the glass panels of 
ticket-issuing machines. Small paper 
panels giving the alterations were placed 
on all Underground maps, which will bear 
the new names in their next reprinting. 
Permanent alteration of the countless 
enamelled-iron signs and maps will take 
up to six months to complete. All 
tickets will be reprinted with the new 
names, but issued only when existing 
stocks are exhausted. Fare boards on 
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some bus routes are being altered to read 
“ Queensway” and “Oakwood.” The 
renaming of Mark Lane is a reversion, 
for the original station on the Inner 
Circle, opened in 1882, was called 
“Tower.” Mark Lane Station, just to 
the west, and the extension to Mansion 
House were opened on October 6, 1884, 
and Tower closed a week later. The 
change to * Oakwood ” was at the request 
of the local council. The other alterations 
were necessitated by the renaming of 
Queen’s Road as Queensway. 


Scottish Machine Tool Results.—A state- 
ment by the Chairman, Sir Harry Greer, 
circulated with the report and accounts of 
the Scottish Machine Tool Corporation 
Limited, showed that profit for the year to 
March 31 was £68,174 before providing 
for taxation, but after charging deprecia- 
tion, war damage contributions, and direc- 
tors’ fees. The corresponding figure for 
the previous year was £50,896, so that net 
profits have increased by £17,278. The 
directors recommend a final dividend of 
5 per cent., less income tax at 9s., making 
with the interim dividend already paid, 
8 per cent. for the year. 


Railway Views Sought on Manchester 
Station Plans.—-It is reported that the 
railway companies have been invited to 
meet the technical officers of the Manches- 
ter and Salford Corporations and the Man- 
chester & District Regional Planning Com- 
mittee to express their views on the rail- 
way aspects of the City of Manchester 
Plan. It is stated that the Ministry of 
Transport has refused to discuss the scheme 
in detail until the views of the companies 
are known, but that at this stage it is 
opposed to the concentration of Victoria, 
Exchange, Salford, and Central Stations in 
the proposed Trinity Station. 


Institute of Welding.—A meeting of the 
North London Branch of the Institute of 
Welding will take place on September 11, 
when a lecture on “The Weldability of 
Malleable Cast Iron” will be given by 
Mr. T. J. Palmer, A.M.Inst.W., in the 
Fyvie Hall of the Polytechnic, Regent 
Street, W.1, at 7.30 p.m. At a meeting 
on October 16, at 7.30 p.m. at the Techni- 
cal College, Acton, a lecture on the “ De- 
velopment of the Modern Electrode” will 
be given by Dr. J. H. Patterson; and at 
a meeting on November 13, at 7.30 p.m., 
at the Technical College, East Ham, a 
lecture on “ Repairing and Reclamation ” 
will be given by Mr. F. Clark, M.B.E. 


Tourist Conference Agenda.—Vexatious 
travel restrictions hindering the free move- 
ment of tourists form an important item 
on the agenda for the conference of inter- 
national tourist organisations to be held 
in London during the first week in Octo- 
ber. Ihe Travel Association of Great 
Britain & Ireland, which is calling the 
conference, announces that the agenda 
will include the following items:—Prob- 
lems arising from passports and_ visas, 
customs, immigration, and currency con- 
trol; scope and standardisation of tourist 
Statistics; students’ and young peoples’ 
exchange visits; formation of an_ inter- 
national organisation of national tourist 
bodies; the exchange of tourist publicity 
literature between countries, and condi- 
tions governing entry of all such material. 
Among the countries which already have 
named their delegates are New Zealand, 
France, Belgium, Switzerland, Czechoslo- 
vakia, Denmark, Norway, Sweden, South- 
ern Rhodesia, Malaya, Monaco, and Eire. 
The British Travel Association has ap- 
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pointed a special conference sub-com- 
mittee to deal with the hospitality and 
entertainment of the delegates, the Chair- 
man of which is Mr. E. W. Wimble, 
C.B.E. 


New G.W.R. Posters—We have re- 
ceived from the Great Western Railway 
copies of two new posters which form 
part of a series of eleven now being issued 
by all four main-line companies, 

Wales” (G.W.R. and L.M.S.R.) depicts 
a mountainous landscape suggestive of 








British and Irish Railway 
Stocks and Shares 


Prices 
ou 32 |-— : 
Stocks cs 3 | at 
| = B> | 3. — 
| 1946 | ** 
G.W.R. 
Cons. Ord. ... owe! 603 47} 554 : 
5% Con. Pref. 1244 | 1044 | 1124 } 
5% Red. Pref. (1950) 107% 101} 1034 - 
5% Re. Charge _...| 1374 | 120 | 1274 
5% Cons. Guar. ...| 135$ | 117 | 1214 
4% Deb. ise ont Foe 106 1144 | 
44%, J excl CLR 108 1165 
44% Deb veo] 12440] DENS | 122 
5% Ceb 138 124 1334 
24% Deb 83 744 884 
L.M.S.R 
Ord oof oo 234 27 y 
4% Pref. (1923) ose] 65 50 534 5 
4% Pref. | 803 694 754 } 
5% Red. Pref. (195° ) 1064 994 1024 
4% Guar... 1064 97 1004 
4% Deb. 1104 102 108 
5% Red. Deb. (1952) 1104 1034 1064 
L.N.E.R. 
5% Pref. Ord. wt 6 54 5} \ 
DefOrd. ... «| 4 23 24 1 
4% First Pref. eee} 624 494 Sit } 
4% Second Pref. .... 334 | 244 | 264 
5% Red. Pref. (1955) 103 96 99 
4% First Guar. eee) 1044 95 984 
4% Second Guar. .... 97 894 | 944 + 
3% Deb. ...  ...| 912 | 824 | 94 1 
4% Deb. «se «| 1093 101 108 | 
5% Red. Deb. (1947) | 1034 100 100 
44% — Fund 
Red. Deb.. -| 106% 103 105} 
SOUTHERN 
Pref.Ord. ...  ...| 79 | 63 71 |+ 4 
Det. Ord. ... oe ae: 204 20 {+ 4§ 
5% Pref. 1244 | 104 109} | 
5% Red. Pref. (1964). 117 107 1094 | 
5% Guar. Pref. 1353 | ‘117 1223; | 
5% Red. Guar. Pref. } 
(1957) ‘ 117 1064 Ihly - 
4% Deb. aes vset VET 1044 112 |— ¢ 
5% Deb. 137 124 1314 
% Red. Deb. (1962. 
67). 2 1044 1094 - 
4% Red. Deb. (1970- | 
80) ... as wee] EI3E 104 1094 | 
FORTH BRIDGE | | 
4% Deb. ...  ...| 106 | 103 | 106 | 
4% Guar. ... eee} 106 101 103 
L.P.T.B. | | 
ae ta <u ove] Sap ; 017 | 1254 
ee ae <os] 235 127, | 1344 | - 
3% Guar. (1967-72) 100 974 1044 |+ 4 
> = a eee| 1254 115 1204 
a nt wt 58 6l4 i+ 1 
MERSEY 
PG. ass ae acch ae 314 30 | - 
3% Perp. Pref. said. ae 685 714! I} 
4% Perp. Deb. we| 1044 104 =| 105) | . 
Wz Perp. Deb. aut we 784 824 
IRELAND* | | 
BELFAST & C.D. | | 
Ord. ... | Bf 6 74 
G. NORTHERN 
ae. 6 at Oa 244 | 40 i 
Pret... a cool Sas 423 604 - 
Guar. eos «| 80 68 914 + 4 
Deb. ... 0a oo Wee 87} 105 ! 
IRISH anneal | | 
Common i - a | 19/0 + 3 
% eb. wee seed — —_ | 1033 | 3 


* Latest available quotation 
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DEMOBILISED Lt.-Col., R.E. (Transportation), 
secks change of job, not necessarily engineer- 
in wit) considerably increased degree of respon- 
sibility. Accustomed organising and administration: 
24 years’ rly. mechl. engineering and locomotive 
operation, plus military railway Operating 
A.M.I.C.E., A.M.I.Mech.E., M.I.Loco.E. Age 

married. Overseas considered if climate, educational 


conditions suitable family. 
Limited capital available 
Gazette, 33, Tothill Street, 


facilities end other 
Author of textbooks 
Box 21, c/o The Railway) 
London, S.W.1. 


TH! Hunslet Engine Co. Ltd., Leeds, are urgently 
requiring the services of Senior Draughtsmen 
Men with Locomotive experience preferred but not 
essential provided applicants can satisfy require- 
menis Prospects of continuous work with good 
working conditions and canteen facilities.—Apply, 
125, Jack Lane, Leeds 10. 


GECTIONED PERSPECTIVE VIEW OF LOCO- 
' MOTIVE FRONT END. A notable drawing of 
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OFFICIAL NOTICES 


Crown Agents for the Colonies 
COLONIAL GOVERNMENT APPOINTMENTS 


APPLICATIONS from qualified candidates are in- 
vited for the follcwing post 

ACCOUNTANT required by the Gold Coast Gov- 
ernment Railway for one tour of 12 to 24 months 
with possible permanency Salary £400, rising to 
£720 a year. Commencing salary according to quali- 
fications and experieace and war service On salary 
ot £400 a year a local allowance of £60 is payable 
and separation allowance for married men of between 
£84 and £204 a year according to number of depen- 


dants. Ouifit allowance £60. Free passages and 
quarters. Candidates, not over 35, must have a 
thorough knowledge of book-keeping with practical 


cxperience in Railway Accounting work and be cap- 
able of taking full charge of any section of a Rail- 
way Accounting organisation Apply at once by 
letter, stating age, whether married or single, and 
fuil particulars of qualifications and experience, to 


283 


S ITUATION 


Assistant 


Wanted as 


; Works Manager or 
in Railway 


Carriage Wagon Works, 
extensive Knowledge of building and repairs of all 
types, including mass production Age 39. At 
Present Assistant Works Manager on British Railway 
abroad. Box No. 20, The Railway Gazette, 33, Tot- 
hill Street. Westminster, London, S.W.1. 


THE RAILWAY SYSTEM OF JAMAICA. A 

general description of the system and its traffics, 
with an account of economic problems; the motive 
power used; and some features of operation. By 
H. R. Fox, B.Sc., M.Inst.C.E., General Manager, 
Jamaica Government Railway. Reprinted from The 
Railway Gazette, January 5 and 12, 1945. Price 1s. 
Post free 1s. 2d. 


THE ** PAGET " LOCOMOTIVE. Hitherto unpub- 

lished details of Sir Cecil Paget’s heroic experi- 
ment. Eight single-acting cylinders with rotary 
valves. An application of the principles of the 
Willans central-valve engine to the steam locomotive. 








L.M.S.R. class **7P" 4-6-2 locomotive of the latest the Crown Agents for the Colonies, 4, Millbank, By James Clayton, M.B.E., M.I.Mech.E. Reprinted 
type. Reprinted from The Railway Gazette, June 15, London S.W.1, quoting M/N/16204, on both letter from The Railway Gazette, November 2, 1945. 
1945. Prive 2s. 6d. Post free 2s. 8d and envelove. Price 2s. Post free 2s. 3d. 

Snowdonia, and is the work of Mr. 50 ft. x 4 ft. x ¢ in. thick; coils up to Wagon Repairs Limited—Sir Leslie 
Leonard Richmond. “South Devon” 6 ft. wide (4 ft. wide if heat-treated) and 


(G.W.R. and S.R.), by Mr. Frank New- 
bould, is an effective setting against an 
emerald sea of the well-known red cliffs 
of Devon. 


Naming of  L.M.S.R. Locomotive 
* Aden.”—On September 4 at Euston 
station, Lt.-Colonel Sir Bernard Reilly, 
K.C.M.G., C.LE., O.B.E., formerly 
Governor of Aden and now in charge of 


Aden affairs at the Colonial Office, for- 
mally named “Jubilee” class locomotive 
No. 5633, Aden. Sir Robert Burrows, 


Chairman, L.M.S.R., presided and was 
supported by other L.M.S.R. officers. The 
locomotive is painted in the new L.M.S.R. 
livery: black with maroon edging and 
maroon and straw lining. 


G.W.R. Sailing Tickets Suspended.—The 
issue of sailing tickets on the G.W.R. 
Fishguard—Waterford route will be sus- 
pended in both directions after Septem- 
ber 30 and throughout next winter and 
spring of 1947, except for a period during 
the Christmas and New Year holidays, 
when they will be re-introduced. Sailing 
tickets for the Channel Islands via Wey- 
mouth will be suspended from October 
until further notice. 


Metropolitan Section, Institute of Trans- 
port—The Council of the Institute of 
fransport is circularising Corporate. Mem- 
bers in the metropolitan area to discover 
whether they favour the formation of a 
Metropolitan Section, constituted on the 
same lines as the existing Local Sections. 
Members are asked to reply in the affirma- 
tive only if they feel able to give such a 
Section reasonably active support. If the 
response is sufficient a meeting will be 
held to discuss the proposal. 


British Aluminium Co. Ltd. Acquires 
Falkirk Rolling Mills—The British Alu- 
minium Co, Ltd. announces that the Fal- 
kirk Rolling Mills, designed and operated 
for the Government during the war 
period, have been acquired for commer- 
cial purposes. The factory was originally 
laid out primarily for the production of 
heat-treated aluminium alloys fo: aircraft, 
but is now being used for producing also 
sheet and coiled strip for prefabricated 
houses and furniture, and for many other 
new or re-established peacetime uses for 
aluminium. The plant is one of the 
largest and most up-to-date units in the 
country for producing sheet and_ strip 
rolled products in pure aluminium, and 
the full range of work-hardened and heat- 
treated alloys. Sheets will be available 
up to 18 ft. x 6 ft. x 4 in. thick or 


1,500 Ib. weight; and plates up to 30 ft. 

ft. and 2,000 Ib. weight. The mills 
provide an important addition to the 
manufacturing capacity of the company, 
particularly for rolling the large sizes and 
heavy gauges required for very large air- 
craft and the heavy engineering industries. 


Silentbloc Limited.—A profit of 
£74,882 is shown for the year to May 31, 
against £140,396 in 1944-45. After pro- 
vision for directors’ fees, depreciation. 
and taxes, and adding £5,379 over-pro- 
vision for E.P.T. in earlier years, the net 
profit is £26,151, comparing with £20,468. 
The directors recommend a final dividend 
of 12} per cent., making a total of 25 
per cent., as in the previous year. The 
carry-forward is £17,982, against £13,487 
in 1944-45, 


Sale of Surplus Machine Tools.—An 
“on-site” sale of 300 machine tools will 
be opened at the K.L.G. Plug Factory, 
Bridgend Trading Estate, South Wales, on 
September 18, and will last until Septem- 
ber 24. Any machines not disposed of 
during the sale will be on view at the 
factory from September 25 to October 1, 
between 10 a.m. and 4 p.m. except Satur- 
day and Sunday, for competitive tender- 
ing. The machines will include capstan 
lathes, millers, grinders, drillers, and mis- 


cellaneous types. 
New Portable Floodlighting Set for 
London Transport.—The London Passen- 


ger Transport Board recently carried out 
tests at Kilburn Viaduct, Metropolitan 
Line, of a portable floodlighting set for 
use by permanent-way maintenance gangs 
working on Underground lines at night. 
The set consists of a I-kW. generator on 
which are mounted two telescopic masts, 
capable of being extended to 15 ft., each 
carrying a 500-watt flood lamp. The 
equipment measures 2 ft. 6 in. long and 


20 in. wide. weighs 340 Ib., and can be 
carried easily by four men. A small 
petrol engine, which consumes approxi- 


mately one pint of petrol an hour. is used 


to drive the generator. Two sizes of gene- 


rator, for 100-V. and 50-V. output, are 
available. After the satisfactory test at 
Kilburn Viaduct. a further test is to be 
made shortly at Ravenscourt Park.  Per- 


manent floodlighting has now been in- 
stalled at Queens Park, Morden, and Ald- 
gate Stations, where there is considerable 
permanent-way junction work maintained 
at night, and schemes are under prepara- 
tion for installations at Earls Court and 
Baker Street. 


Boyce, K.B.E.. Chairman of Wagon Re- 
pairs Limited, said at the company’s 
annual general meeting that, during the 
year under review, the company’s output 
of repaired wagons was the highest re- 
corded in their history and the financial 
result exceeded that of the previous year. 
The favourable balance was the result of 
the increased output and more economical 
working, and had not been brought about 
by increased prices. The outlook for the 
current year was favourable and, subject 
to supplies of essential materials being 
available, the company and its associated 
companies should have another satisfactory 
trading year. 


Aldershot & District Traction Co. Ltd. 
-Mr. W. T. James, Chairman of the 
Aidershot & District Traction Co. Ltd., 
said at the annual general meeting of the 
company that gross revenue had declined 
by approximately one-eighth, whilst ex- 
penses had increased by about one-fifth 
on last year. Operating expenses con- 
tinued to increase, and were now no less 
than 80 per cent. above those of pre- 
war. This was due largely to increases 


in wages and materials. Regarding 
nationalisation proposals, the Chairman 


said he sincerely hoped that the Govern- 
ment would recognise the efficiency of 
the present organisation and control of 
road passenger transport, and that, on 
reflection, it would regard the loss of this 
efficiency and smooth running as being 
too great a price to pay for the achieve- 
ment of their ideological aims. 


London Transport’s Extended Use of 
Fluorescent Lighting.—London Transport 
announces that Piccadilly Circus station is 
to be equipped throughout with tubular 
“daylight” lighting. As recorded in our 
issue of October 12, 1945, the Piccadilly 
Line platforms at this station have been 
fitted experimentally with this type of light- 
ing, and now the remainder of the station, 
the ticket hall, Bakerloo Line platforms, 
escalator shafts, lower concourses and 
passages are to be flooded with “ daylight.” 
Fluorescent tubular lighting will be stan- 
dard for all tube stations to be newly de- 
signed and built, including those on the 
eastern extension of the Central Line. 
Tests with these lights are being carried out 
now at Gillingham Street bus garage, and 
will be made also in train inspection pits 
in railway depots. There are two railway 


coaches fitted experimentally with tubular 
lighting—one on the District Line and one 


on the Metropolitan; its extended use in 
Underground trains, however, has yet to be 
decided. 





A brighter tendency in stock markets 
has reflected hopes of a better turn in in- 
ternational affairs, although caution was 
indicated by absence of improvement in 
buying interest in most sections. Renewed 
strength of British Funds had a dominating 
influence and was attributed to the terms 
of the Sheffield Corporation and Nigerian 
Government conversion operations. Divi- 
dend announcements produced some good 
industrial features, and there was consider- 
able activitv in a number of recently intro- 
duced shares. 

Iron and steels appeared to be less 
active, but recent gains in this section were 
fully maintained, and with the prospect of 
nationalisation being postponed for some 
while, yields in many cases are regarded as 
attractive in the market. Guest Keen were 
higher again, Ruston & Hornsby improved, 
and Thos. Firth & John Brown rallied 
further. Vulcan Foundry were 29s. 9d., 
Beyer Peacock 23s. 9d. and G. D. Peters 
5s. shares 20s. 6d. Wolverhampton Metal 
Ss. shares, which were placed at 29s. 4}d.. 
opened at 30s. 6d. and later rose in active 
dealings to 33s. 6d. 

Market interest in railway stocks centred 
mainly on Argentine rails, which have con- 


tinued to show sharp fluctuations on re- 
ports and further views of the Anglo 
Argentine talks. After a fresh decline on 
reports of a deadlock, prices again de- 
clined: but there was an all-round rally 


when it became known that there are good 
prospects of early resumption of the talks 


on a wider basis. Central Uruguay Rail- 
way stocks participated in the upward 
movement on the news that the British 


Mission is conducting commercial talks in 
Uruguay. 
There has been no marked expansion of 





Miles Week 
ee open ended 
Antofagasta 834 25.8.46 
Arg. N.E. 753 24.8.46 
Bolivar 174 July, 1946 
Brazil ... 
B.A. Pacific 2,771 24.8.46 
B.A.G.S. - 5,080 24.8.46 
B.A. Western... 1,924 24.8.46 
« | Cent. Argentine 3,700 24.8.46 
4 Do. ‘ 
g Cent. Uruguay 970 24.8.46 
E | Costa Rica 262 May, 1946 
— | Dorada ne ; ese 70 = June, 1946 
© | Entre Rios ‘ pom . 808 24.8.46 
< | G.W. of Brazil 1,030 24.8.46 
re} Inter. Ctl. Amer. 794 June, 1946 
La Guaira 222 July, 1946 
% Leopoldina 1,918 24.8.46 
S | Mexican sss 483 31.5.46 
3 | Midland Uruguay 319 July, 1946 
” | Nitrate = 382 15.8.46 
N.W. of Uruguay 113 July, 1946 
Paraguay Cent. 274 23.8.46 
Peru Corp. 1,059 July, 1946 
Salvador 100 May, 1946 
San Paulo 1534 
Tete...» = 156 July, 1946 
United of Havana . re 24.8.46 
Uruguay Northern ... 73 July, 1946 
o 
BS Canadian National 23,535 July, 1946 
& '\ Canadian Pacific 17,037 21.8.46 
U 
Barsi Lightt 202 June, 1946 
Beira ... bse 204 June, 1946 
Egyptian Delta 607 31.7.46 
3] Manila —_ a 
o<¢ Mid. of W. Australia... 277 June, 1946 
s | Nigeria van ms 1,900 June, 1946 
> [| Rhodesia ose vee] 2,445 June, 1946 
South African -| 13,323 27.7.46 
Victoria . 4,774 May, 1946 


Traffic Table and Stock Prices 
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Railway Stock Market 


business in Argentine rails, but with the 
great majority of holders apparently pre- 
pared to adopt a waiting attitude because 
of confidence that the British Mission 
would not agree to unjust terms for the 
railways, moderate buying or selling tends 
to have a disproportionate influence on 


prices. 
Apart from considerations of the out- 
come of the talks, sentiment is also in- 


fluenced to some extent by hopes of better 
results for the past financial year, particu- 
larly in the case of Buenos Ayres Western. 
It now seems that the Argentine talks 
may prove to be protracted, bearing in 
mind the varied and complicated matters 
under discussion. Nevertheless, hopeful- 
ness as to the outcome persists in re- 
sponsible quarters. It is becoming increas- 
ingly clear that a satisfactory solution is 
in the best interests of the Argentine and 
Great Britain in view of the benefits to be 
derived from paving the way for expansion 
of trade between the two countries. , 
Home rails have turned dull again, and 
ordinary stocks showed fractional declines 
now the recent small increase in buying in- 
terest has subsided. Nationalisation uncer- 
tainty continues to dominate the attitude 
of investors, although the large yields on 
the junior stocks probably more than allow 
for uncertainties as to the future. More- 
over, it is by no means improbable that fair 
nationalisation compensation would justify 


market prices well above those now 
current. 

Compared with a week ago, Great 
Western has receded from 56 to 553, and 


the 5 per cent. preference and 4 ner cent. 
debentures at 112 and 114 respectively were 
both fractionally lower; the guaranteed 
stock remained at 122. L.M.S.R. was 27. 
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comparing with 275 a week ago, but the 
senior preference remained at 75} and the 
1923 preference at 534: the 4 per cent. de- 
bentures strengthened to 108. L.N.E.R. 
second preference held its recent improve- 
ment to 263, as did the first preference at 
514, while the first guaranteed firmed up 
to 98}. 


Southern deferred at 20§ lost a small 
part of its recent improvement, but the 
preferred ordinary at 71 was the same as a 
week ago; the 4 ver cent. debentures re- 


mained at 112, and the 5 per cent. preter- 
ence eased to 110. There was again a fair 
amount of interest in London Transport 
issues, the “A” and “B™ moving slighily 
higher, and the “C™ gained a further 
point at 614. It is being generally assumed 
that whatever the future, the position of 
ho'ders will be adequately safeguarded by 
the statutory dividend rights of the 
stock. 

Reflecting the upswing in Argentine rails, 
Buenos Ayres Great Southern rallied from 
12+ to 134, the S per cent. preference at 
274 has recovered part of a further decline 
shown at the end of last week. as have the 
4 ner cent. debentures at 71. Buenos Ayres 
Western rallied a point to 154 early this 
week and the 4 ner cent. debentures were 
69. Buenos Ayres & Pacific was 8 with 
the 1912 debentures good at 47. Central 
Argentine ordinary recovered to 94 and the 
4 per cent. debentures rallied 14 at 67+. 
Central Uruguay second debentures rose 
to 33 and the ordinary stock at 8} was 
nearly a point better. Elsewhere, however, 
Nitrate Rails lost further sround at 75s. 
San Paulo ordinary was steady at 50, and 
United of Havana 1906 debentures 
mained at 163. French railway sterling 
bonds were less firm. 
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re- 


of Overseas and Foreign Railways 


Traffic for week 3 Ageregate traffics to date a __ Prices : is 
— . > Totals Shares » in Xo 
Inc. or dec. © —— - of 30 oe EG 
Total pers Roong c Increase or Stock 5x To se 
this year | compared | ¢ 1946/7 1945/6 Gecrease z- 3° bei 
ww 
£ £ 3 £ £ 
31,910 3.000 34 1,089,740 1,014,960 74,780 Ord. Stk. 12 83 10 
ps.305,300 ps. 1,800 8 ps.2,504,800 ps.2,438.290 ps.66,600 * 10 53 8 
4.264 + 137 | 31 30,100 34,402. — 4,302 6p.c. Deb. 8} 54 6} 
Bonds 25 17 27 
ps.2,025,006 ps.22.000 8 ps.17,013,000  ps.15,864,000 + ps.1,149,000 Ord. Stk. 7 5 8 
ps,3, 167.000 ps.222,000 8 ps. 26,203,000 _ ps.24,466,000 ps.1,737,000 Ord. Stk. 133 104 134 
ps | 349,000 -+ps.131.0CO 8 ps.9.411,000 _ps.8,745,000 ps.666,000 re 123) 9f 154 
ps.3,138,170 ps. 67.830 8 ps. 24,687,055 ps.24,102.250 ps. 584,805 %» 92 7 94 
Did. 5 23) 4 
32.407 — 324 7 277,833 275.784 2,049 Ord. Stk. 7+ 4 84 
32.411 5.206 49 319,231 259.151 60,080 Stk. 16} 13 12 
35,600 1,820 27 186,275 182.375 3,900 I Mt.Deb. 103 102 102; 
ps.441,200 ps.10.600 8  ps.3,386,700 ps. 3,415,300 ps. 28,6C0 Ord. Stk. 74 44 6; 
25,200 2,200 34 928,700 832,200 96,500 Ord.Stk. 30 236 226 
$814,722 $12,606 26 $6,472,238 $5,532,507 $939,731 - = 
6,659 298 30 39,698 43,290 3,592 Sp.c.Deb. 78 70 58xd 
71,113 10,478 34 1,950,469 1,699,980 250,489 Ord. Stk. 44 34 34 
ps.!,464,000 ps.459.100 22 ps.18,661,800 ps.13,441,600 + ps.5,220,200 Ord. Stk. Pa 4 2 
18,824 906 5 18.824 19,730 906 - = 
7,331 488 33 135,362 111,795 23,567 | Ord.Sh. | 75/6 | 67/6 739 
4,575 Laie 2 - - 
“68.595 @5.853 8 489,385 €515,778 | - 26,393 = Pr.Li.Stk. 79% 77 73 
150,902 16,152 5 150,902 134.750 16,152 Pref. 10% 3 i 
< 123,750 c 11,750 45 c1,517.450 c 1,420,000 c 97,450 : - 
Ord.Stk. 603 50; SI 
3.795 2,010 5 3.795 1,785 2.010 Ord. Sh. 7 106 189 
55,466 9,248 8 437,647 372,005 65,642 Ord. Stk. 3 | 13 
1,098 834 5’ 1,098 1,932 834 
8.611,250 1,350,000 27 55,150,5¢0 63,428,500 8,278,000 — : 
1,399,500 16,500 34 45,095,250 50,512,000 5.416,750 Ord. Stk. 24 143 214 
1,893 140 14 73,395 66,652 + 6,743, Ord. Stk. I31 123 114 
78,908 1,361 34 676,166 693,407 - 17,241 - - 
19,446 1,759 16 201,088 196,080 5,008 Prf. Sh 10 8 5 
si B.Deb. | 71 | 554 
16,780 4 4,914 | 208,969 219,103 — 10,134 Inc. Deb. 974 85 75 
441,797 - 167.749 14 1,120,904 837.609 283,295 — 
533,593 + 10,968 34 4,600,381 4,510.817 89,564 _ - 
1,089,864 74,497 15 18,456,750 16,670,890 1,785,860 ~ _ _ 
1,351,280 + 4,246 : — _ — | - 


t Receipts are calculated @ Is. 6d. to th rupee. 
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